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Baltimore & Ohio Freight-Car Truck. 


This form of truck has been extensively used on the road re- 
ferred to, and is said to have given very excellent resuits. The 
frame is made chiefly of wood which reduces the cost considera- 
bly below that of iron trucks. When made of well-seasoned 
timber it is said to wear very well. 

The engravings will explain its construction better than any 
written description—one-half of fig. 1 being a side elevation, 
aud the other half a longitudinal section. Fig. 2 is a half plan, 
and fig. 8 a transverse section through the center. The en- 
gravings are made to a scale of a half inch to a foot. 

We are indebted to the Car Builder for the engravings. 











Railroad Men Before Railroad Committees. 
On the evening of the 11th of March, the Senate and House 











Railroad Committees of the Illinois Legislature gave a hearing 
io Mr. John Newell (President of the Illinois Cen- 
tial), Mr. Robert Harris (Superintendent. of the-Chi- 
cago, Burlington & Quincy), Mr. L. Tilton (a director 
cf the Illinois Central), and Mr. T. J. Carter (formerly 
President of the Great Western of Illinois). 

We publish the report of the remarks made by 
Mr. Harris, as given in the Chicago Tribune: 

There are two or three simple thoughts that I 
wou'd like to present to the Committee that may, per- 
haps, throw light ae this very much vexed and 
confused question. Twenty-five years ago I wag con- 
nected with railroads, and twenty years agoI was con- 
nected with the Galena road. I have always eaid that 
I was willing to listen to any one who would devise a 
regular tariff; that there were many doubts about 
it, and perhaps many things that I did not under- 
stand, and many difficulties in the way. I said I would 
submit to a committee of one from each station on the 
line a blank piece of paper, and accept any tariff they 
would agree upon and present for adoption, pro- 
vided that the net result of the tariff should be that 
the property of the company should have a reason- 
able return. I suppose I have made that proposition 
a thousand times since I was connected with the Chi- 
cago, Burlington & Quincy Railroad, now some ten 
years. Noone has ever taken it up. Now, the first 
idea that strikes me is this: something must be 
agreed upon. The papers of this State, more particu- 
larly our Chicago.-papers, for the last three months _ 
have devoted themselves to nothing else than Credit 
Mobilier and the railroads of the State of: Illinois, 
and I have read with great care every article that 
has appeared, trying to see if I could not find some- 
thing new in them, and learn something from them, 
but I have not been able to learn an ig yet. 
Now the Commissioners have repor in their 
annual report that the average cash cost of the 
reiiroads in this State ought to be only about $25,000 
,er mile. The Times, in an article commenting on 
tiat, very justly said that the simple statement of iact 
would mislead the rr inasmuch as no railroad 
could be constructed at an actual cash cost. In the 
first place, there is a shave that is almost obliged to 
be made in order to get money at all. No eight per 
cent. bonds can be sold at par. -I-do not know of any 
bonds being sold at more than 80 or 85 cents. In the 
next place, the rapid prosecution of the road to 
build it in a year causes a year's interest to be added 
to that. Coming down from Chicago to-day, I came 
on the railread from Gilman, btm py 3 could be 
built for $25,009 a mile ; but a railroad like the Chicago 
& Alton, the Northwestern, and the Chicago, Bur- 
lington & Quiney Iam bold to say could not be built 
for anything. like. that amount. Nobody.could build 
a road like the Chicago, Burlington & Quincy road 
for less than $45,000, and if any one wants to do so 
he need not spend ‘his profits until he gets them. 
We have depots in Chicago costing $1,000,000, side 
tracks at every five miles. In Aurora and Galesburg 
we have extensive works. We have a double track for 
a great number of miles, 5,000 freight cars ana 216 
engines. It cannot be- created to-day at less than 
$45,000 a mile. That.is shown by the condition of its 
bonds and stock. Thatis the fundamental question, 
because the question of a reasonable return depends ; 
uponthé amount of capital invested. Starting with that, we 
have sixty-five cents, or two-thirds, on every dollar on the 
trunkjlines—the lines that are identifying with the greatnéss 
and magiificencé that we have seen growing up in twenty 
years, surpassing anything that we had read as children in the 
‘*‘ Arabian Nights.” Sixty-five cents of every dollar is eupente’ 
in getting the dollar. Now there remains one-third that is ap- 
plicable, first to the payment of interest on the bonds, 
and secondly to dividends on the stock. 1¢ would follow, there- 
fore, that alter paying sixty-five cents to get the doliar, and 
one-third to pay the interest on the bonds, if the railroads re- 
duced their fares one-sixth on an average, their stockholders 
would not have one penny left. Now, suppose it did not pay 
them. It would eat up every particle of the commercial value 
of the road. That brings us straight to the question, Whether 
or not this burden is spread as evenly as circumstances will 
admit? I think the proposition that there should be a reduc- 
tion of one-sixth from the a tariff of the road would wipe 
out all the dividends on the stock, and render the stock worth 
nothing. The fact is there is no extortion, when we look at it 
in a broad view. The next question, therefore, would be upon 
the question of discrimination—is it just or unjust? The fact 
of discrimination, we grant, is by reason of the complicated 
system that prevails in this State, and is in some respects pe- 
culiar to this State. In the first place, it has the Mississippi to 
contend with seven months in the year. When you consider 
the network of railroads and the fact that we have the Missis- 
sippi on the west and Indiana on the east, you will readily see 
why nobody has taken up my offer, viz., to give me a tariff that 
T could adopt: , : 

The question is whether discrimination can possibly be 
avoided. Whether it is not forced upon us by the laws of 
commerce. Now, before the east and west roads were fin- 
nished, we heard no complaints as to this matter of discrimi- 
nation. Perhaps I might be answered, it is because prices 
were high, margins large, and the discriminations were not 
noticed. But the fact is they did not exist. When the northerly 
and southerly roads were alone these discriminations did not 
exiat. I feel sure that if the matter was discussed candidly and 
fairly before the people of the State, tho whole of tho excite- 


’ business is one-third of 





ment with reference to the questiox would subside. On the 

uestion of discrimination between individuals, the Supreme 
Gourt has given their judgment that one person is not entitled 
to any privileges over another as to localities. Discrimination 
is ps aphy ny roads oftentimes under such circumstances as 
to make it better for the other customers of the road that such 
discrimination should be made. The enforcement of the legis- 
lation that has been on the statute books the past year would 
bankrupt any road in the State ina few months. It was an 
ex post facto law. It said that the lowest tariff in foree on any 
day of the preceding year should bo the measure of all tho 
tariffs for that year. Now, the Toledo & Wabash road, in com- 
petition with the Burlington & Quincy upon a certain day, 
could have sent any business over their lino at less than cost 
price. That law forces them to carry all business from ail 
— for the subsequent year at rates that would be less than 
cost price. . 

We have been Sry with disobeying the laws of the 
State. Weclaim that there is nobody in the State that would 
be more careful to obey the law than the railroad officers of the 
State. It is partly owing to their care to enforce order and de- 
corum that ladies or children can travel alone from Bangor to 
San Francisco without fear of molestation. The law as it now 
stands on the statute books contravenes our very existence. 
Its observance would be the same as the surrender of the prop- 
a We are asked, Why don’t you reduce the fare from three 
and a half to three cents? There goes your sixth, and with it 
all the profit applicable to dividends. e Chicago, Danville 
& Vincennes, the Dlinois Central, the Chicago & Alton, and the 
Chicago, Burlington & Quincy railroads are the four roads most 
affected, and some of them will be most disastrously affected 
if this legis!ation should be enforced. The Chicago & Rock 
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Fig. 3. 
BALTIMORE & OHIO FREIGHT-CAR TRUCK. 


Island and the Northwestern, as far as they go directly west 
from Chicago, are not influenced by the policy so much as the 
four roads I have named. On the Burlington, we have the Peoria 
& Rock Island crossing us at Galva ; Toledo, Peoria & Warsaw at 
Bushnell. At Quincy we come in competition with the Toledo, 
Wabash & Western road. Now, either one of the three roads 
can force us to either surrender our business at the junction 
points, or ny our rates so low that, if we do all the other busi- 
ness equally low, we would make no profit at all, These roads 
can so arrange their rates that in conjunction with the Indiana 
roads they would accomplish this result. What would be the 
——— of that? Why, the business that we would other- 
wise do at some profit would be taken away, as it is clear 
that we would have to charge business that remained to us 
something more than we otherwise could do it at. To further 
illustrate this point, I will mention that the Chicago, Burling- 
ton & Quincy road has leaged the Burlington & Misso uri, and 
thereby seeks to divert the business gathering on 400 
miles of Iowa roads through this State to Chicago. Is it 
not clear that, St. Louis and New Orleans being ready 
to do their utmost to draw off all the business down the 
river, if we are obliged to do all local Illinois business at the 
same low rates, we had better let the Iowa business go to St. 


Louis? Whereas, if we can bring it over the Chicago, Burling- 


ton & Quincy at the same profit (and I would mention.that that 
our business) it is very clear we can 
do the business of Illinois cheaper than if the whole of the 
Iowa business was taken from us at the Maseson River. 
This is one grand reason for the practical necessity of discrim- 
ination. So with Galva. The Peoria & Rock Island road may, 
in combination with the Indianapolis, Bloomington & Western, 
set its rate at Galva at the lowest practical compensation prices. 
If we are compelled to do all business at an equally low rate, 
we had better surrender the Galva business. @ never under- 
take to do business without some profit. Whatever profit we 
make goes to reduce the profit that we get out of the business 
that must be contributed to the road. 

Now, these are the reasons bn the tariffs at _—_, — 
with railroads that are not who! a within the State of ois, 
and under its control, absolutely force the business to be 


done at the low figure mentioned, and it had better be done 
at that low fi » co ercially speaking, because if we 
do not do it at that, we cannot doit at all. Toledo seeks to 
draw off the business to the East. Chicago has the advantage 
of the lake, and the more business that can be brought in 

Chicago from the junction points, the cheaper we can do the 
business from the points that are not junction points. At 
Bloomington there is a road running directly to Toledo. The 
legislation of this State should’ be framed so that the Chicago & 
Alton and Illinois Central could be forced out of Bloomington. ;I 
fancy no one thinks that rates of the Wabash road would be kept 
as they are. I am inclined to think that they would go up. I 
cannot conceive of any way in which we could avoid recognizing 
the fact that Indiana is on our eastern border, and the 
State of Illinois must bear that in mind in undertaking to es- 
tablish a uniform tariff. If it can be done, for one, 1 should 
be = to have the way pointed out tome. If the Rail- 
road Commissioners would show some way in which we can 
— these discriminations they would relieve my laborsnine- 

nths. 








Mr. Joy on’ the Detroit Tunnel. 





In a speech on railroad matters made before the Michigan 
Legislature recently, Mr. James F. Joy, President of the Mich- 
igan Central Company, gave his conclusion concerning the 
practicability of the tunnel under the Detroit River. His re- 
marks are reported as follows in the Detroit Tribune : 


““Mr. Joy said that the tunnel had aiways been a favorite 
project of his. He recited how he had employed Engineer 
Cheseborough a year in making examinations, who 
then recommended that a sub or drainage tunnel be 
built as a means of testing the ground. It was esti- 
mated to cost $80,000, and to require six months’ time, 
The work was begun about a year and a half ago, 
and —_ —_ until a . = two since. 

“* Upon 8 side no par ar obstacle was met 
with. The shaft was completed half way across, 
From the Canada side t advance was wade until 
quicksands were reached, and soft clays that filled the 
tunnel and made work difficult and dangerous, 
Another start was made fifteen feet above, but the 
same quicksands interfered. After eight monthe’ 
work and an advance of two hundred feet—a foot a 
day—a report was asked from the engineer. He an- 
swered that the work would cost $200,000 to com. 
plete, and they — get it or in @ year or not, 
as it happened. The work wi the last few days 
had been found extremely hazardous, so the workmen 
were paid off and the work abandoned. 

“There is no way to get across the river buta 
bridge or a ferry. © ferry was expensive and at 
times inadequate. There never was a bridge put 
across a large river without a fight. It had endured 
for fifteen years on the ar before the Rock 
Island — was put across and the road main- 
tained itself. Now by act of Congress bridges could 
be constructed over navigable rivers of the United 
States. There were now four roads across the Mis- 
sissippi and two across the Missouri, a far worse 
stream, with acurrent at Kansas City of eight miles 
an hour. It had taken two years to build a bridge at 
the latter place, and it was four years since it was 
commen and in all that time not the slighest dam- 
age had beon done to the shipping inter: sts, and the 
pd a that they had inaugurated a foolis 


“*It was to be expected that the vessel interests 
would — a bridge across the Detroit. They want 
no interference. They can carry corn from Chicago 
to Buffalo for five cents a bushel and make money, 
The crop last year was large—greater than the 
vessels and railroads together could move in the sea- 
son, and so they charged eighteen cents. If you can 
regniats freights it would be well to regulate the 
vessels. 

‘*Now the time of vessels had become very valua- 
ble, and so they quite universally employed tugs to 
hastenthem from Lake Huron to Lake Erie. Some 
of these tows were half a mile long. There would 
be no trouble in going up stream, as the current wou'd 
regulate obviously enough the steerage way. (om- 
ing down it might be necessary to change the sys- 
tem and take the tows more in control, perhaps sido 
by side. The fight for a bridge might be a long one, 
but you could not stop this world when it gets to the 
Detroit River.” 








Sny Island Levee. 


Levees are common enough on the lower Missis- 
sippi, where indeed they are indispensable to the 
existence of a great many profitable plantations ; but 
the above is one of the first, so far as we know, 
undertaken for the protection of farming land in the 
State of Illinois. The tract to be reclaimed is one lying 
along the east bank of the Mississippi from a point a few mils 

low Quincy where the bluffs begin to recede from the river, 
down a distance of nearly forty miles to a point near the 
mouth of the bayou known as “ Sny Cartee,” about’ eight 
miles below Clarksville, and extend back to the blufis, which 
for the most part are six or eight miles from the river. Sny 
Cartee isa bayou, extending this entire distance by a very 
sinuous course, and cutting off the district known as Sny Island. 
The Quincy, Alton &:St. Louis Railroad extends along the 
eastern border of the lowlands, near the bluffs, as far down as 
Louisiana, and the Rockhouse & Louisiana Branch of the 
Chicago & Alton cuts diagonally across the lower end of it 
for about 12 miles. The levee is to be 51 miles 
long, following pretty closely the river bank, and Leveo 
Commissioners appointed to oversee the improvement certify 
that the land which it will reclaim amounts toa little more 
than 100,000 acres. The cost ot the work is assessed upon the 
land to be improved, and the assessments will be collected with 
the State taxes, according to a law of the State. Mr. E. L 
Corttrell, of Hannibal, Mo., is Chief Engineer of the work, and 
has designed and prosecuted it. His report, dated 
January 11, says that the total work will be, approximately, 
1,920,000 cubic yards of earthwork and 600 yards of clear- 
ing and grubbing. The work has been let to Skelsey, Fuller & 
Pierce, who had? prosecuted it with energy for about three 
working months, and up to that date had completed 511,448 
cubic feet of earthwork and 271] acres of clearing and grubbing, 
and opened up 24 miles of the work, which they were to haye 
completed by the ist of March. The whole is to bedone by 
March, 1874. Rie : 

The bonds issued to pay.the cost of this improvement ($500,- 
000, paying 10 per cent. interest) are registered with the Au- 
ditor of the State of Illinois, and are alicn upon 101,245 acres 
of land in Adams, Pike and Calhoun counties. The interest is 
payable annually in Springfield or New York, and the principal 
at the rate of $50,000 a year in from 10 to 20 years. 


. 








The Baltimore & Ohio Railroad Co. is about to establish a gen- 





eral ticket office in Philadelphia, under the Press buildir; , in 


charge of Mr. J. B, Carpenter, late of the Union Transfer Ov, 
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continuity over pivot piers and more nearly establish the con- 
| dition of two separate girders. How far this is attained is very 
doubtful, particularly in view of the elasticity of the material 
| of the trusses. 

While numberless volumes and essays have been written The following case will illustrate what is here meant :-In the 
upon the general subject of trussed beams and girders, it is experience of the writer, it became necessary to adjust the 
rather remarkable that the consideration of a beam when cir- 
cumstanced as a pivot bridge has been almost entirely over- | 
looked. Even the standard foreign works, the mine as it were | 
from which most of our theoretical ideas come, have, so far as 
the writer is acquainted, passed over the subject entirely. It is 
true that continuous beams over one or more supports have been 
discussed with great elaboration, but they are only par- 
tially applicable to the peculiar conditions of the swing bridge. 
It is probable that the first clear appreciation of the subject 


Gontributions. 


Pivot Bridges. 








Fig. 2. 














































































































































































was publishedj by Mr. Morison, in Mr. Chanute’s monograph | 


on the Kansas City Bridge, and the following presentation of 
the subject is based upon the method therein suggested. The 
nearest approach to harmony between theory and practice, in 
this country at least, Mr. Macdonald has attained in his draw- 
bridge at Providence, R. I., and it is 9 wide departure from 
ordinary practice. There is no doubt that very many of the 
great draw-bridges built during the last ten years are in parts | 





Fig. i. 


@ = middle ordinate of parabola, one arm loaded; from w’ alone = 


ends of a certain wrought-iron railroad drawbridgé some 150 
| feet long, by means of lengthening the bottom chord, for which 
| method of adjustment provision had been made in the framing. 
It consisted in blocking up the free ends until a joint opened 





regard the ends supported, in which case the strains in the 
draw when closed from fixed load alone are precisely the same 
as when swung. When a moving load comes upon the span, 
the supported end bears upon the points of support, develop. 
ing a reaction of the :butment, as in an ordinary bridge, which 
reaction, however, never will approach in extent that due to a 
span the half length of draw. In other words, a portion of the 
draw at each end acts as an ordinary fixed span, while for a cer. 
tain distance on either side-of the pivot, in addition to the 
strains already existing and due to the fixed load alone, must 
be added additional strains of the same sign due to the moving 
luad on half of the fixed portion. To represent this graphically 
—a mode which conveys the whole demonstration at a glance— 
reference is made to fig. 1, in which the line AB represents 
half length of draw = 1; call fixed load w, and moving load w’, 

When the draw is open and swinging, the condition of either 
arm is that of a beam loaded uniformly and fastened at one 
end. The curve of moments will therefore be a parabola, tho 
vertex of which is at the free end, and the ordinate at center 








close to the center of the bridge, when 4 shim of the proper 


wi? 


thickness was dropped in and the ends let down. The distance | equal to the well-known formula of > 


from said joint to the end operated upon was about 70 feet, and | 
yet before the joint parted sufficiently to get a shim of an eighth 







w' 
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6 = midile ordinate of parabola, both arms leaded ; from w’ alone = ia w'i? 





¢ = middle ordinate of parabola, resultant one arm loaded, combined wih open draw = ao at 
YS ° 
@ = middle ordinate of parabola, resultant both arms loaded, combined with open draw = St a's 
é = maximum ordinate for nezative moments overcenter pier from 2’ on both arms alone = — = = 
3 
J = maximum ordinate for negative moments over center pier from w alone (draw open)= — 


s i 
g’ = reeultantof eand s=— WE 





The ordinates between AB and the curves in heavy lines measure the extreme moments under a given loading to which a swing bridge 


can be subjected. 


overstrained, when loaded with extreme loads, but the high 
factor of safety usually adopted keeps that overstraining within 
elastic limits,-so that actual failure will hardly occur. Tho 
exact solution of the problem is one of extreme difficulty, and 
possibly beyond the pale of the most refined analysis ; but, 
nevertheless, an approximation can readily be made under ex- 
treme loading that will be unquestionably safe. 

It is customary to proportion a swing bridge under two cir- 
cumstances: theone when the bridge is open, from the fixed 
load alone ; and the other as two separate and distinct spans, 
when closed and loaded with both fixod and movable loads, no 
account being taken of continuity over pivot pier. That this 
is an erroneous assumption of the condition of affairs is evi- 
dent, when we consider the customary manner of supporting 
the ends when closed. Now thereare three methods of doing 
this. First, by means of cams; second, by means of folding 
wedges ; and thirdly, the ordinary appliances of wheels, either 
attached to the masonry or to the ends of the draw under the 
end posts. To the first division of supports may be 
added screws, or hydraulic jacks, since they have the same 
o>ject in view, viz.: raising the ends of the draw, to neutralize 


of an inch introduced, the ends had been blocked up about 
eighteen inches. It is regretted that no exact measurements 
were taken, nor a dynamometer applied to the joint, so as to 
determine the exact relation between elevation of ends and the 
moment when the joint was relieved of strain due to continuity. 
In a long drawbridge the ends would have to be raised very 
much more to counteract this effect of continuity, and in any 
case to raise the ends sufficiently to make true the considera- 
tion of two separate girders would involve an clevation far be- 
yond the limits of practicability. Three inches is probably an 
extreme convenient limit. Were the material perfectly inelas- 
tic, a fractional raising of the ends would at once relieve the 
centre. As it is, the practical elevation of the ends is such 
that it is unsafe to consider any relief of centre strains due to 
continuity. It is doubtful if the practical extreme elevation of 
the ends, which is assumed to be as above—viz., three inches— 
will relieve much beyond the end panel, and todo this for a 
moderate-sized drawbridge requires power other than hand— 
in most cases an undesirable expense. 

It is improper, therefore, to consider any effect of raising the 
ends of a swing bridge in proportioning its parts, but simply to 











When closed and one arm loaded with w’, the moments are 


Fig. 5. 


Fig. 6, 


expressed by a parabola with the vertex over middle of arm, 
equal to “ S, 
condition of a beam continuous over three points of support, 
which, for a beam of uniform section, implies a point of con- 
trary flexure, located as near as may be at a distance of } |, 
measured from free end. This distance is not true for a beam 
of uniform strength, but the difference is very slight, so that it 
will be practically sufficient to consider our bridge as a beam of 
uniform section, and the parabola is so drawn with its middle 
ordinate equal to } w' 1 X 4,1. Beyond j /, the curve passes 
below the line A B, and has the opposite sign, or the same 
sign as the curve of the open draw. This curve intersects the 
vertical axis of the bridge, at a distance represented by (3 + }) 
w'lX il. We have now répresented separately the three con- 





The loading of both arms with w’ involves the 





Notsz.—The point of contrary flexure due to combining positive 
and negative effects of w and w’, respectively (figs.-4 and 5), must be 
at that point where their moments are equal, or their sum = 0, 


wx 
M,, =+ > 
w' le w’ at 
+. ete 2 





Reaction from points of support, as given by Stoney (p. 1€0) for & 
continuous beam is as follows (fig. 6): 





2 OD 9" 
oom aS 
R,= % w+w')l 
7w' —w 
es S -- 
In which w = load per linear unit, left side. 
wv’ = “ “ “ right “ 


i = length of span. 
If w = w’, or both arms are Joaded uniformly, the point ef con- 
trary flexure, 
w= %1 


for a beam of yniform seatian. 
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ditions of the fixed and permanent loads necessary to be con- 
sidered, viz.: The draw open and loaded with w alone; closed 
atid lodded on one arm with w‘ alone, and closed and loaded 
on both arms with w’ alone. It remains now to combine these 
effects algebraically, and obtain the resultant strain, for which 
the parts are to be proportioned. The strains from w, when 
open and swinging, are continually existing, and, being nega- 
tive, they modify the positive effects of w’, for one arm loaded, 


so as to bring a point of contrary flexure within a distance oi 
w’ 


owe measured from free end. (See note.) The positive 


effect of both arms loaded with w’, combined with the negative 
effect of w, results in a point of contrary flexure at a distance of 


7) 
ore §l from free ends. The portion of the curve below 


the line A 8 due to w’ on both arms being of same sign as the 


strains from w, the maximum strain over center pier must be 
w'ls wis 
a ae The figure shows the resultant curves, the ordi- 


nates of which cover the extreme moments that can possibly 
occur, and need only be divided by depth of beam for 
maximum strains. Summing up, we have then for 
maximum negative moments over pier = ( — os 
compressicn below 
when both arms are loaded. 
Maximam neg ‘tive ony <2 ( tension above 


ments near ends of draw compression below 
when neither arm is loaded. 








maximum positive 


when one arm is loaded. 

In applying this method to compute strains in a lattice 
truss, it must be borne in mind that the vertical axis must be 
placed at the point of support, and not at center of bridge, or 
results will be excessive in cases where there are four or eight 
points of support, as in the annexed figures, the first one of 
which represents.a web of one system of triangles, and the sec- 
ond of two systems. 

Deduction must also be made for the weight directly sup- 
ported on turn-table. It is not necessary to construct a set of 
curves in practice—simply compu.e the values of z and 2’. 
Then treat the ; ortion of the truss represented by x as an ordi- 
nary girder, while the balance of the truss to the center must 
be treated as a cantilever (in which the open draw strains are 
ever existing), with the weight due to the half span of x and 
x’ hung atthe end. It must be borne in mind that the truss 
is an articulate structure, the horizontal strains being uniform 
for a panel length, while those of the solid beam on which the 
curves are drawn vary continuously, so that moments at similar 
pointe will never exactly agree. By drawing to the same scale 
the skeleton diagram below that of the curves, the ts and 
reasons of disagreement will be apparent, due not only to the 
above cause, but also to the number and position of the points 


of support. Aur. P. BoiuEr. 
New York, February 24, 1873. : 
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OLD AND NEW ROADS. 





New York & Oswego Midland. 


The New York Assembly has passed an act authorizing this 
company to increase its capital stuck by $5,000,000, ‘‘ to enable 
it to complete and equip its railroad from Scipio, in the County 
of Cayuga, to its authorized terminus on Lake Erie or the Ni- 
agara River,” and also authorizing it by a vote of a majority of 
its directors to increase the number of its directors to seven- 
teen. At present towns on the line own $7,000,000 of the $10,- 
000,000 stock, and have paid their bonds forit. They object to 
an iucrease which will take the control of the property from 
them, and the act may be defeated in the Senate. 


Municipal Aid in New York. 

A bill has passed the Senate of New York, limiting the time 
within which the written consent of taxpayers may be used for 
bonding towns in aid of railroads to one year from the date of 
the signature. The consent of the actual owners of half the 
propertyis needed, but heretofore several years could be taken 
for obtaining these consents, in which time very often the 
signers might have reason to change their minds. 

Union Paci‘c. 

Among the information recently furnished to Congress by 
this company is a statement of that part of the floating debt 
of the company, amounting to $2,373,891, which is funded into 
notes, al falling due before August 1, and $600,000 is a sterling 
loan. The notes are held by the directors. Some of the 
largest are as follows: John Duff, $298,724; Oliver and Oakes 
Ames, $457,419 ; G. M. Puilman, H. F. Clark, Aug. Schell, Sid- 
ney Dillon, C. 8. Bushnell, L. P. Morton, $130,000 each. 
Green Bay & Lake Pepin. 

Tne Minnesota Legislature has refused to pass the bill au- 
thorizing the transfer to this company of $100,000 in bonds 
yoted by Winona for the Winona & Southwestern road. 

St. Paul & Pacific. 

Previous to its adjournment, Congress passed the bill extend- 
ing for nine months from March 3 the time allowed the St. 
Paul & Pacific Company for the completion of its road without 


. forfeiture of the land grant. 


Mississippi Valley & Western. 

A meeting of the stockholders of this company was held at 
Canton, Mo., March 1, to authorize the issue of the bonds of 
the company, bearing date January 20, 1873, to the amount of 
$5,300,000, pursuant to the action of the board of directors, 


Harlem Extension. 


It is said that the town of Bennington, Vt., and other towns, 
will resist the Thong of interest on bonds issued to the Leb- 
anon Spriogs Railroad, afterward merged in the Harlem Exten- 
sion. It is said that the New York, Boston & Montreal Com- 
pany, with which the Harlem Extension Company is now con- 
solidated, will offer the towns 50 per cent. of the bonds and a 
second mortgage on the consolidated line for the balance. 
Western, of North Carolina, 

A bill is before the North Carolina Legislature authorizing 
the transfer of the State's interest in this road to any party 
who will guarantee the completion of the road from Egypt, its 
present terminus, to Greensboro, on the North Carolina road, 
40 miles, and ite extension south to Lumberton, on the Wil- 


mington, Charlotte & Rutherford, about 34 miles. This would | 
iimington to Gree 


give a new line from W. nsboro, about as long 


as the one now existing by the Wilmington & Weldon and 
North Carolina roads. e bill is said to be in the interest of 
the Southern Security Company. 

Lake Erie & St. Louis. 


This company has heen consolidated with the Lima, : 
eerville, Celina & State Line Railroad Company of Ohio. The 
name of the consolidated company will be the Lake Erie & St. 
Louis, and its capital stock will be $6,000,000 in shares of $50. 
The general offices will be at Kokomo, Ind, 

Elkton & Massey's. 


A cail of two dollars per share has been made, to be paid 
within 30 days. Books are to be opened for subscription to 
2,000 additional shares of stock. 
8t. Joseph Bridge, 


Mr. E. D. Mason, the Engineer, informs us that the last of 
the six pit ra of this bridge over the Missouri River reached 
bed-rock last week, at a depth of 66 feet below high-water 
mark. Two of the three fixed spans are swung, and the floor 
and track are laid thereon. The draw-span will be swung 
= fifty days, and the entire work will be completed early in 

ay. 

Anderson, Lebanon & St. Louis. 


A telegram from py dated the 4th, says that at a 

meeting held that day at Noblesville, Ind., contracts for the 

gradin from Anderson to Waveland, ind., were let to Black & 

— of Louisville, Ky., who are to begin work by the Ist of 
ay. 

Indianapolis, Cincinnati & Lafayette. 

A telegram from Indianapolis, dated March 4, says that the 
proceedings in bankruptcy against this company were super- 
seded on that day in the United States Circuit Court, that the 
company has purchased all the claims against it except one, 
which is disputed, and has deposited a sum to pay that, if the 
court shall allow it. 


Keokuk & Northern Packet Company. 

Atelegram from St. Louis says: “Tae position of the new 
Upper Mississippi steamboat line, the Keokuk & Northern 
Packet Company, is stated as follows : Capt. John 8. McCune, 
Port Gaptain ; W. 8. Davidson, General Superintendent ; Thos. 
H. Griffith, Secretary and Treasurer. The Executive Committee, 
composed of Capts. McCune, Davidson, and Thomas B. Rhodes, 
will have the management of the business. OMA of offi- 
cers of steamers, agents, etc. E. W. Gould, ohn A. Scudder, 
and P. Conrad will decide the value of property of the three 
cld lines, and determine at what rates the steamers shall turu 
into the new company. The following steamers will not be 
comprised in the new valuation, as they will run in other 
trades: John Kyle, City of Quincy, Tom Jasper, Savanna, 
Illinois and St. Johns. 


Railroad Investigation in Virgini 


The Railroad Committee of the Virginia Legislature has pro- 
pounded the follow ng questions to the presidents of ali the 
railroad companies in Virginia : 

1. Have you published your rates of charges for freights and 
tolls, and for the transportation of passengers, and caused the 
same to be kept conspicuously posted up at each of your sever- 
al business stations or offices, as required by section 1, chapter 
294, Acts of Assembly 1866~67 ? 

2. Have you published your rates of charges for through 
freights and tolls, and for the transportation of through passeu- 
‘gers, and caused the same to be conspicuously posted up at 
your several business stations or offices? 

3. Have your officers or agents transported, or contracted to 
transport, freight or passengers ata greater or less charge than 
is fixea in such published tariff, and do all freights and all pas- 
sengers, of the same class, transported over the length of your 
road within the State, pay the same rate of charge? 

4. Has your company, for transportation over the same dis- 

tance, and in the same character of trains, charged; taken or 
received a higher rate. for freight consigned to or from any 
point within this State than is charged, taken or received for 
like — consigned to or from-any point beyond the limits ot 
the State , 
_ §, Has your company charged a greater sum for the trans- 
portation of freight over a part of its line than is charged tor 
5 ena of similar freight over the whole length of 
its line? 

6. Do all freight and all passengers of the same class, trans- 
ported over the length of your road or canal within the State, 
pay the samerate of charge? 

7. Has your a into or formed any schedule 
from any point beyond the State to any point within the State 
greater than is charged for like transportation from such point 
and through the State to any point beyond the same ? 


Cincinnati Tannel. 


The firm of G. W. Morton & Co., com of G. W. Morton 
and Gen. John C. Fremont, which, in 1870, took the contract to 
construct the tunnel under the Walnut Hills, in Cincinnati, was 
declared bankrupt March 12, by the United States District 
Cou:t. A motion has been filed for a new trial. 


Toledo, Wabash & Western. . 


Counterfeit certificates for 500 shares of the stock of this 
company were discovered in New York, March 15, the certifi- 
cates having been placed with one of the city banks as collat- 
eral. It is believed that more are in existence. 


New York & Oswego Midland—New Jersey Division. 
Preparations are being made for the construction of the road 
through Bergen Hill which is to lead to the property purchased 
by the company at Weehawken, just above Hoboken. It is said 
that work on the cutting will svou commence, and that it will 
take not less than two years to complete it. Meantime it is 
probable that a yg meee A track will be laid over the hill on 
which freight will carried, the passenger trains continuing 
to run to Jersey City, as at present, The accommodations for 
the freight trafiic ot the Midland at Jersey City are necessarily 
limited, as the yard there is yee | too small for the business 


of the Pennsylvania road, and but little room can be spared for 
the Midland, 


Lee & Hudson. 


The Housatonic Railroad Company has agreed to allow this 
road to cross its track at grade near West Stockbridge, Mass. 


Boston & Maine. 


Passenger trains commenced running over the extension from 
Salmon Falls to Portland, March 15. Hereafter, all passenger 
trains will go over the extension, 


Hoosac Tunnel, 


Work on the Hoosgac Tunnel progressed 277 feet during the 


prog of February, leaving 2,555 feet remaining to be exca- 
vated, 


Oentral Branch, Union Pacific, 


A resolution was lately passed by the United States Senate, 
requesting the Secretary of the Interior to withhold trom this 
company the bonds and land certificates which it claims, pend- 
ing au iuguiry into the regularity of the construction of the 
road. The company (origiually knownas the Atchison & Pike's 


Peak) was one of those chartered by Congress to build roads 
connecting with the Union Pacific, and was authorized to build 


from Atchison, Kan., to a connection with the Union Pacific 





Eastern Division (now Kansas Pacific), or with the main line 
near Fort Kearney. The road actually built (which bas been in 


operation some years) extends from Atchison to Waterville, 
100 miles, 


Portland & Ogdensburg—Vermont Division. 

Snit has been commenced against the company by King, 
Fuller & Co., formerly contractors for the construction of this 
road, to recover $50, damages for breach of contract in not 
allowing the plaintiffs to complete their contract. The prop- 
erty of the company has been attached. 


Vermont Central. 


Suit was recently brought against the managers of this road 
in the Supreme Court at Ogdensburg, N. Y., to recover about 
$1,400 for supplies furnished the Ogdensburg & Lake Cham- 
plain road, leased by the defendants, and property on the 
road was attached. A motion was made to dissolve the aitach- 
ment, which motion was granted on the ground that all the 
property was held under authority of the court of Vermont, in 
trust, and for the purposes of the trust, and could not be at- 
tached on a suit brought against the trustees in their official 


capacity ; but that they were personally liable for all debts and 
contracts made by them. 


Springfield, Athol & Northeastern. 

Work on the extension of this road from its present terminus 
at Barrett's Station, Mass., southwest to Springfield is now gi « 
ing on. Itis propane to conoect the northern end of the road 
with the Cheshire and the Monaduock railroads at Winchendon 
by running over the Vermont & Massachusetts from Athol to 
Koyalston, six miles, and building a line about five miles long 
from Royalston to Winchendon. 

Ware Biver. 


The bondholders of this company have declined the proposi- 
tion of Mr. Chapin, of the Boston & Albany, to put one-third of 
their bonds into a construction account in order that the ex- 
t nsion from Gilbertville to Winchendon might be completed, 
Mr. Chapin proposed that these bonds should be put intu the 
* pool” at 65 cents on the dollar, and he agreed to take them at 
that price, and then to sell them to their original owners at the 
same rate with the interest added, if they desired, upon the 
completion of the road. It is said that the company will prob- 
ably be thrown into bankruptcy. 


New Brunswick & Elizabeth. 
The bill chartering this company 
New Jersey Legislature last week. 
miles my > irom New Brunswick, north to a connection with 
the New Jersey Central at Eiizabeth. The road is to be built 
atonce. It will doubtless have a considerable traffic and will 
insure correspondingly the traffic of the Pennsylvania road, 


New York & New Jersey. 


This is the name of a company formed by the consolidation 
of the Hackensack & New York and Hackens ck Extension 
Companies. The road owned by these companies extends from 
a junction with the Erie near Rutherford Park, N. J., north 22 
miles to Spring Valley, N. Y., and is leased by the Erie. It has 
been reported that the road would be bought soon by the New- 
York, West Shore & Chicago Company, and even asserted that 


such transfer had already taken place, These rumors, however, 
do not seem to be probable. . 


Burlington & Southwestern. 

Work on the track of this road will shortly be resumed. The 
igraling is completed to Stanley City, Mo., on the Chillicothe 
Sranch of the St. Louis. Kansas City & Northern, 200 miles 
from Buriington, and 70 miles beyond the present 
terminus of the track. The ties are nearly ali on the 
ground, aud a large quautity of iron is on hand. The 
Howe truss bridges on the road are being built by Wells, 


French & Co., of Chicago, and the pile bridges by J. N. Martin, 
of Burlington, Ia." 


both houses of the 
‘be road will be about 16 


‘Peoria & Rock Island. 


The general freight and ticket offices of this company and 
the Davenport & St. Paul Company were removed from Peoria, 
Ill., to Davenport, Ia., March 18. 

Berks County. 


The work of laying track on the first section of 20 miles will 
So apn —_ in pecs my _ tous of — has already 
en received. e contracts for the grading of remainin 
20 miles will be given out April 9, . . 

Kansas Pacific, 


Permanent stock yards, with conveniences for watering and 
feeding cattle, have n established at Ellis, Kan., 302 miles 
west of Kansas City. The company has added 300 new stock 
cars to ite equipment. 


Mineral Range. 


This compauy has contracted with the Cambria Iron Com- 
pany at Johnstown, Pa., for the necessary iron to lay the track 
from Portage Lake, Mich., to Calumet. A locomotive and some 
cars have also been ordered. 


Grand Trunk. 


The new steam ferryboat “ International,” bnilt for this com- 
pany, is described as follows: **The boat is designed to carry 
as many as 31 cars at one time across the St. Clair River, be- 
tween Port Huron and Sarnia. With the exception of her deck 
covering and guarda, she is built of iron. The hull is 226 ft, 
in length, by 40ft. beam and 14ft. depth. The boat weighs 
scarcely 600 tons light, much less than a wooden vessel of the 
same capacity. When loaded, she draws 6 ft. 4in. forward, and 
7ft. Siu. aft. Light, she draws 6tt aft, and 4ft. 6 in. forward, 
Che speed of the boatis about 9} miles per hour. The hull wig 
built by Palmer's Shipbuilding and Iron Company (limited), of 
Jarrow, England; it was then taken to pieces, shipped across 
the Atlantic, and put together again at Fort Erie, opposite But- 
falo, where the buat was launched and received her machinery, 
The latter comprises two separate high-pressure steam engines 
of 150 horse-power each, which drive twin screws 9 feet in diame 
eter, The cylinders are 30 in. in diameter, with 30 in. stroke 
of piston, acting directly on the shafts, which are 8) in. in diame 
eter. The engines are supplied with steam from separate cyline 
drical boilers, each 7 ft. in diameter and 1 


; in I 9 ft. in length, in- 
cluding furnace, and containivg 156 38-inch flues, 12 tt. in length, 


ba engines and boilers were built by Gilbert & Ov., of Mont- 
real.” 


Old Volony. 


This compsny is having 70 freight cars built by H. T. & O. N, 
Keith, of West Sandwich, Mass., and 100 dump cars by the 
Runlett Manufacturing Company, st Laconia, N.H. It has a 
switching engine and a passenger engine under way at its 
shops in South Boston, and will begin another at once. It ig 
also building three new smoking and baggage cars, and put- 
ting “monitor” tops on all its old coaches. It has recently com- 
pleted a new locomotive, the “ Bristow,” with 16 by 24 cylinders 
and 5} feet drivers, weighing 65,000 poun_s, 

Petersburg. 


It is said that suit is to be commenced inst Mr, 
Ragland, President of this company, 1s tennese dpe 
which he has received as accrued interest on the prefer 


atock, originally belonging to the Sta purchased 
from the sity of Petersburg. — 
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Editorial Announcements. 








Oorrespond We cordially invite the co-operation of the ruil: 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 


Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay Hderally for them. Articles concerning railroad manage 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial’y desired. 


Inventions.—No charge is made for publishing descriptions of what 


Advertisements.— We wish it distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editoria! 
columns OUR OWN opinions, and those only, and in our news column: 
present only such matter as we consider interesting and important tc 
our readers. Those who wish to recommend their inventions, ma 
chinery, supplies, financial schemes, etc., to our readers can do 8% 
fully in our advertising columns, but it is uselees to ask us to recom 
mend them editorially, either for money or in consideration of adver- 
tieing patronage. 








THE PENNSYLVANIA REPORT. 


ee 


The property whose operations are included in the 
twenty-sixth annual report of the Pennsylvania Railroad 
Company (which we publish elsewhere) includes, besides 
the Pennsylvania Railroad proper, with its 358 miles o! 
main line and 426 miles (this year) of branches, the Piil- 
alelphia & Erie Railroad, 288 miles, and the railroads and 
canal leased from the United Companies of New Jersey and 
other New Jersey companies (456 miles of railroad and 
65 of cana’). Thus it covers a total of 1,528 miles of 
railroad and 65 miles of can1l, which is the extent of the 
property worked by the Pennsylvania Railroad Company 
directly, and does not extend over a large territory, being 
bounded by the Hudson River on the east, Pittsburgh and 
Erie on the west, nowhere going south, west or north of 
the borders of Pennsylvania, and forming, as will be seen 
ata glance, a very comnact, and, for the most part, har- 
monious system, the Philadelphia & Erie being connect- 
ed with the rest, however, by a road not worked by the 
Pennsylvania Railroad Company, though it controls it. 

Of this large mileage, only a comparatively small pro- 
portion is composed of lines of national importance or 
with very heavy traffic. The main line of the Pennsyl- 
vania railroad, 858 miles, and the 89 miles from Phila- 
delphia to New York form a line which is perhaps first 
in importance of the railroad routes of the country, as it 
is a main channel through which flows most of the traf- 
fic to the great commercial, manufacturing and consum 
ing districts from the South and Southwest, the Ohio 
valley and the Mississippi valley as far north as St. 
Louis, while it has somewhat the shortest route and a 
very large share of the traffic of the Northwest and in- 
terior as far east as Erie, going to and from New York 
and points south of it. One cannot go from New York 
directly to any point in the Union south of a straight 
line from Philadelphia to St. Louis without passing over 
some part of this route from New York by way of 
Philadelphia to Pittsburgh; and to points further 
north as far east as Erie it is at least as short aroute as 
any other. From the Northwest and the country adjoin- 
ing the lakes it is notthe most favorable route to New Eng- 
land, and it has very little todo with any traffic originat- 
ing in the State of New York and moving eastward, 
though lately Buffalo has been made accessible to it. We 
see, then, that the main line worked by the Pennsylvania 
Ruilroad is'a route to New York for nearly all that part 
of the United States which produces more agricultural 





produce than it consumes, while for a large part (though 
not the most productive and wealthiest) it is almost the 
only route. No line inthe nation can compare with it 
in the extent of the country which it serves, and it is nat- 
ural to supppose that the account of its working has a 
general interest such as attaches to very few corporation 
eports. 

The report of the directors, read at the annual meeting 
of the company last week, which we republish nearly in 
full, though a very long document and containing many 
very interesting figures, does not give much information 
of the amount and condition of the property. It is easy 
to ascertain the mileage of road, but that is only an ap- 
proach to a descriptioa of the permanent way even ; as 
second and third tracks and sidings may make one line 
a hundred miles long three or four times as capacious as 
another. Ofequipment it gives no information whatever. 
This information, however, is not concealed, but has 
been published elsewhere every year. 

An examination of the figures of the report, which 
gives quite fully the earnings and expenses and the aver- 
age receipts per ton and passenger per mile, shows that 
the lines are very unequal in their traffic. Thus while 
the 358 miles of main line in Pennsylvania earned more 
than twenty millions, or the enormous amount of $55,896 
per mile, the 426 mites of branches in that State earned 
almost exactly one-tenth as much, or a trifle over two 
millions, being at the rate of $4,699 per mile; and if we 
compare the profits the discrepancy is still grea‘er ; for 
the net earnings of the main line were $32,934 per mile, 
and those of the branches only $1,239 per mile. When 
the rentals for such of the branches as are not owned 
were paid, the net profit to the company of these 426 
niles of road was but $7,584, or only $18 per mile! One 
might argue hastily from this that the branches are an 
incumbrance to the property, but the conclusion would 
doubtless be erroneous, as they Lring to the main line a 
large proportion of its traffi:, which adds materially to 
the gross profits of the system. ~ 

There is no separa‘ion of the earnings of the main line 
and branches of the leased New Jersey roads, which 
would have been very interesting, but the 376 miles of 
the United Railroads is reported as one system, the 
Belvidere Delaware and the Flemington Branch (80 
miles) as another, and the Delaware & Ruitan) Canai 65 
miles) as‘a third. The Philadelphia & Erie is also re- 
ported separately. The better to compare these proper 
ties, their earnings, expenses and charges, we have ma ‘e 
the following table, giving the earnings per mile of road, 
percentage of expenses to earning*, and receipts per ton 
of freight per mile, for the different lines and systems, as 
reported : 

Earnings Per cent. of Receipts per 


per mile. expenses, ton per mile. 
Pennsy lvania Railroad, main line. $55.896 5392 aes 
branches.. 4,699 13.63 
Ks - maio line 
OU DORREROR fons. 5 icccacese ees 28,077 62.53 1.4163 cente. 
(nited Railroads of New Jersey.. 21,985 "2 64 2.55 =: 
Belvidere Delaware and Fiem. Br. 7,055 91.34 1.11 wos 
Delaware & Raritan Canal....... 1771 71.79 ve 
Philadelphia & Erie.......... ... 13,822 82.50 1.19 ne 


The earnings of the entire New Jersey leased property, 
521 miles in all, including 65 miles of canal, were at the 
rate of $20,067 per mile, and of the entire property 
covered by the report, 1,593 miles of line, $22,880 per 
mile, the New Jersey property being a little below the 
average ; andthe percentage of working expenses for the 
whole was 69.76. Thirty percent. of the gross receipts 
of the property were thus returns on the capital invested. 

Comparing the road with the two other leadin. routes 
from New York to the West, we find that the tonnage 
mileage and receipts per ton per mile were, for the last 
year reported (ending with September, 1872, for the 
New York Central and the Erie, and with December for 
the Pennsylvania), as follows : 


Length, Tonnage Receipte per 
miles. mileage. ton per mile. 
New York Central & Hudson 
Mapas Sata ca Cema eae s Wesinaenein 851 1,020.908,825 1.59 cents. 
PR PT Ee 954 950,708 9:12 ~~ 
Feavapbvauis Makedeem, aie de neue 784 1,190,206,270 142 *“ 


Thus the Pennsylvania with the smallest mileage has 
the largest tonnage, caused probably by the mineral 
traffic cn many of the branches, which affords a large 
tonnage at low rates , while the other two roads have 
very little such traffic originating on their own lines. 
Comparing the tonnage per mile the roads rank as fol- 


lows, the number given being of tons moved one mile per 
mile of road: 


EON OG TONEY OT Te ETN ea 
New York Cen'ral & Hudson River 


Thus the New York Central has about one-fifth more 
than the Evie, and the Pennsylvania one-fourth more than 
the New York Central. 

The report shows very satisfactorily the growth of the 
traffic of the lines and the necessity of extensive improve- 
ments of parts, especially the New Jersey lines, to make 
them equal to the traffic. There can be no doubt that 
the improvement of such a road, for which traffic is 
wailing, as it were, is a very much better investment of 
money, both for the public and the investors, than the 





construction of new roads with traffic yet to be devel- 
oped can possibly be. We may have something more to 
say of this in connection with a consideration of the 
company’s capital account. 








Progress of Rates and Traffic on an Illinois Railroad. 





A study of the rates and traffic for a series of years 
of one of the principal lines entering Chicago, is worth 
consideration, especially at this time, when there are so 
many complaints of rates, and charges that the railroads 
are making the condition of farmers and others worse 
instead of better, by increasing instead of decreasing 
their charges for transportation. We have, therefore, 
compiled the statements of tonnage, freight earnings and 
receipts per ton per mile for the Chicago, Burlington & 
Quincy Company for a period extending back to the 
close of the war. We have taken this road because its 
reports have been complete and uniform for a series of 
years, and further because its report for the last two- 
thirds of 1872 is the first which gives information of ton- 
nage mileage and average receipts. 

The tons moved one mile, the total freight earnings and 
the receipts per ton per mile since April, 1865, have been: 


Tonnage Freight Receipte 
Mileage. Earnings. ton per mile.. 

Bas ccacsnteneuceset 113,766.900 $1,204,741 3.69 cents. 
ee ree 142,935,400 4,124 693 2.88...“ 
“fi 132,435,500 4.216911 3.18 ‘ 
R63-"6 146,499,400 75", 864 2. > 
147,409,200 r £14,629 3.66 “* 
206.9 9,500 4,949,624 2.38 ‘ 
240,857,000 5,299,874 om * 
183,695, ‘600 3, 814, 067 oa. * 





. 8 months only. 

The growth in tonnage and earnings is largely due 
to an increase in mileage, much of which has a light 
traffic which cannot be conducted so cheaply as that on 
the old lines, so that the reduction in rates is, for that 
part cf the lines, more Considerable than appears here. 
It is also proper to say that the thruugh traffic on those 
lines has increased much faster than the local, so that the 
average decrease may be greater in the table than for the 
way traffic alone. The cheapness of through traffic, 
however, is the condition of the existence of the farmers 
beyond the Mississippi, and without it the land there 
would hardly be valuable. Butas they stand the figures 
are very instructive, and,it seems to us, very encouraging 
to every one whose business is largely affected by the 
cost of transportation. The first year in the table began 
almost exactly with the close of the war, when the cur- 
rency began to be comparatively stable, and the dollar 
had about the same value as a dollar now. In that time 
we see a decrease from 3.69 to 2 18 cents per ton per mile 
in the charges on freight, which is a falling off of more 
than 40 per cent., and the decrease has been greater for 
the last half than for the first half of the period, having 
been very nearly ong third since 1868-69. 

lt is not at all probable that there has been so great a 
decrease at all stations. A uniform decrease would have 
been unjust in many cases and impossible in many others, 
traffic having grown greatly at some places and scarcely 
at all at others, and the large number of new competing 
roads having made it necessary to take rates which per- 
mit but a very small and unsatisfactory profit from many 
stations, or else take no traffic and muke no profits from 
those points. This latter point was put very clearly by 
Mr. Robert Harris,the General Superintendent of this road, 
in his address before the railroad committees of the Leg- 
islature, as indeed were many other features of railroad 
business; and to everyone who knows anything of Mr. 
Harris—knows his intimate knowledge of the business of 
transportation and his conscientiousness in whatever 
statements he makes—the speech will carry conviction 
with it. 

Probably the increase of new railroads east of the Mis- 
sippi has fcr the most part prevented rather than favored 
a uniform decrease of rates. Certain points have had their 
business done for them at unduly low prices, traffic has 
been divided which could have been carried more econom- 
ically on one than on two or three lines, and however 
great has been the decrease in rates, it is less, and much 
less uniform, than it might have been had there been few- 
er new roads to support and to depress rates unduly at 
competing points. 








The St. Croix & Superior Land Grant. 





The contest which has taken a large part of the time of the 
present session of the Wisconsin Legislature, with reference to 
the disposition of the land grant originally granted to aid in 
the construction of a railroad from St. Croix to Bayfield, Wis., 
but which had fallen to the disposition of the State by reason 
of the failure of the St. Croix & Superior Company to con- 
struct its road within the.specified time, came virtually to a 
close on the 11th inst., by the passage of a bill by the House 
giving the land to the Milwaukee & St. Paul Company, on con- 
dition that it construct the line from St. Croix to Bayfield, with 
a branch to Superior, about 200 miles; also a line from the 
Mississippi up the Chippewa valley through a lumber district, 
about 90 miles; and an extension of its present line to Monroe, 
in southwest Wisconsin, west 30 miles to the Mineral Point 
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road, through a country hilly and not affording much traffic. 
Thus the company undertakes to construct in the State about 
820 miles of new railroad, in return for which it gets 
@ grant of 1,280,000 acres of land (just 4,000 acres 
per mile), much of it being pine land valuable for 
lumber as soon as it is made accessible, the money 
worth of which has been estimated at from $6,000,000 to $20,- 
000,000. The lower estimate would give nearly $20,000 per 
mile of road to be built ; but while the aggregate sales of the 
land may finally amount to much more than six millions, it is 
not probable that nearly so much could be realized by an im- 
mediate sale. The land, however, will give a good basis for 
borrowing the money needed for building the roads, and doubt- 
less can be held till they can be sold to the best advantage. 
All the lines, except perhaps the extension from Monroe to 
Shullsburg, will be through very thinly-peopled districts which 
are not very promising agriculturally, but which will, for con- 
siderable distances at least, afford a large lumber traffic, which, 
so long as it lasts, may be quite as profitable, perhaps, and 
quite as bulky as the agricultural traffic of a fertile district. 
The new lines will not be altogether in harmony 
with the company’s present system, as the route 
to Bayfield and that up the Chippewa will be 
at right angles (or somewhat sharper) with the company's 
trunk line to Milwaukee; but then not a greatdeal of their 
traflic will be likely to want to.go to Milwaukee, as the lumber 
will go to Southern Minnesota and Iowa, or down the Missis- 
sippi, the supplies for the lumber districts from Wisconsin and 
the above-named States, and the line to Bayfield will also afford 
a new route to the lake for the wheat below its southern termi- 
nus. So the roads will form a system by themselves, compara- 
ble slightly to the Lake Superior & Mississippi. 

There were numerous contestants for the grant, and the 
State had the full benefit of their competition, to su-h a degree 
that it seems probable that much more could have been effect- 
ed by the Government land grants if they had been open to 
competition, so that the company constructing the greatest 
number of miles of road should have a definite land grant ; or 
@ definite line of road should be constructed by the company 
which would accept the smallest land grant for it. In this 
case, the leading competitors were really the two great 
railroad corporations of Wisconsin—the Milwaukee & St. 
Paul and the Chicago & Northwestern—which until within two 
or three years owned nearly every foot of railroad in the State. 
The. Northwestern, however, did not compete directly for the 
grant, but it supported the claim of the North Wisconsin, 
which in 1871 constructed 18 miles on the original line from 
Hudson, northeastward toward Bayfield, with the intention of 
securing the grant. This company was substantially identical 
in personnel with the West Wisconsin, which has recently 
shown great vigor and success in constructing its railroad, and 
affords the Chicago & Northwestern its route to St. Paul. 
There were other claimants, however, most of whom could not 
show satisfactorily that they could command capital for such 
an undertaking, and there was a proposition for constructing 
railroads by the State. 

That the proposition accepted was the one most favorable to 
the State we will not say, not knowing just what other compa- 
nies offered, or whether those which offered most could fulfill 
their promises. It is evident, however, that the State will 
secure the construction of a very large amount of new railroad 
by the grant—about two-thirds more than the grant was origi- 
nally offered for—and the road is where the traffic alone, for 


some time to come, would hardly attract capital for their con- 
struction. 








Tue Srrixe or EnGIneers on the St. Louis, Kansas City & 
Northern Railway, brief notice of which is made elsewhere, 
seems to have been attended with more violence than any 
similar movement in this country for several years, and the 
cause we have seen assigned is so inadequate that we hesitate 
to accept it untilconfirmed. The strike is remarkable as hav- 
ing been made by the members of the Brotherhood of Locomo- 
tive Engineers, which has heretofore been engaged in no such 
movement, we believe, and has publically announced that com- 
bination for striking forms no part of its objects. As we go 
to press a telegram announces that the officers of the Brother- 


hood refuse to indorse the strike, and counsel those engaged 
in it to resume work. 








Tue Laxge Marine, according to the Detroit Tribune, at the 
close of 1872, consisted of 5,429 vessels of all kinds, with an 
aggregate capacity of 717,299 tons, and valued at $53,343,000. 
This is an average of about $75 per ton, which is just about 
equal to the cost of freight cars per ton of capacity. The in- 
crease in tonnage since 1862 has been about 75 percent. These 
estimates are for the vessels above Niagara Falls, an‘J so ex- 
clude those on Lake Ontario. 





Train Accidents in February. 





The extremely cold weather continuing through this month 
and the frequent snow-storms have had an effect similar to 
that in January, when we reported so painfully large a number 
ofaccidents. Although this month we record but 133, against 
178 in January, yet as the month had but 28 days to January's 
81, the rate has been decreased less than might appear. There 
Was an average of 5.74 accidents daily in January and of 4.75 in 
February. The following is the list: 

Very early on the ist, near Fernandina, Fia., a passenger 
train ran into a log train, badly vey J the passenger loco- 
motive and a number of box cars, and injuring the passenger 
fireman seriously. 

On the morning of the Ist, in the switching yard at Indian- 
apolis, on the Indianapolis & Chicago Division of the Pitts- 
burgh, Cincinnati & St. Louis en | an engin 


© was thrown 
from the track bya broken , and the tender fell over upon 


and killed the engineman, who jumped. J 
On the afternoon of the Ist,on the Vandalia hase, post 
ncastle collision between a wes' 


, Iind., there was s 
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and an east-bound freight train, badly damaging both engines, 
and ditching twelve cars. The Terre Haute Hepress says: 
“The cause was criminal disregard of the time card by the cun- 
ductor of the west-bound traiu No. 12, who, though 45 minutes 
late, left Greencastle three minutes after the eastward-bound 
train, which was exactly on time, had left the Junction.” 

On the night of the Ist, on the Detroit, Lausing & Lako 
Michigan Railroad, at Salem, Mich.,.a wood train ran into the 
rear of a freight train and killed an old man who was trying to 
escape from the caboose by way ot the front platform. 

Ou the morning of the 3d, five cars of an extra freight train 
on the New York Central & Hudson River Railroad were thrown 
from the track at Spuyten Duyvil, N. ¥., by a broken wheel. 
Both tracks were obstructed for a while. p 

On the 3d, two miles east of Monocacy, on the Philadel- 
phia & Reading Hailroad, a tire on one ot the front driving- 
wheels broke and a piece flew into the cab, slightly injuring 
the engineman. 

On the 3d, four cars of a freight train on the International & 
Great Northern Railroad near New Waverly, Texas, were 
—- and two of them broken up, blocking the track about 
a day. 

Ou the night of the 3d, about a mile north of North Dorset, 
Vt., on the Harlem Extension Railroad, both connecting rods of 
the locomotive of a north-bound mail train broke, and une was 
thrown through the cab. 

On the morning of the 4th, at Quincy, Ill., in the yard of the 
Chicago, Burlington & Quincy Railroad, as a_ten-wheeled 
switching locomotive was standing on a side track, its boiler 
exploded with great force, slightly injuring the fireman who 
was in the cab. 

On the morning of the 4th, ten miles west of Little Rock, 
Ark., on the Littse Rock & Fort Smith Railroad, a passenger 
train ran off the track while rounding a curve, and the tender 
and coach turned upside down at the foot of the embankment, 
severely injuring several persons. 

On the morning of the 4th, a mile west of Whetham, Pa., on 
the Philadelphia & Erie Railroad, an cast-bound passenger 
train ran into a snow-slide, four or five feet deep, which threw 
the engine and tender down the bank and the baggage car 
across the track, and killed the engineman and slightly wounded 
the fireman, 

On the 4th, an engine on the Burlington, Cedar Rapids & 
Minnesota Railroad ran through an open switch and veyond 
the rails of the lower track in Burlington, Iowa. 

On the afternoon of the 4th, on the Memphis line of the 
Louisville & Nashville Railroad, three miles south of Russell- 
ville, Ky., the ladies’ coach anda sleeping car of a passenger 
train were thrown from the track by a broken rail, aud down an 
embankment, killing two passengers and injuring ten. 

On the night of the 4th, at Howells, on the Erie Railway, a 
stock train ran into a coal train, wrecking the engine and 
several cars. 

Onthe night of the 4th, near midnight, as a west-bound 
freight train on the Toledo, Peoria & Warsaw Railway was cross- 
ing a bridge at Lister’s Point, Lil, a wheel broke under a coal 
car, and that car and two others went over into the ravine, and 
several others left the track. 

On the morning of the 5th, near Manteno, IIl., on the Illinois 
Central Railroad, the engine, tender, and the baggage and 
express cars of a passenger train were wrecked by a broken 
rail, and the engineman and fireman were seriously hurt. 

On the 5th, two freight cars of a mixed train on the Niagara 
Falls Division of the xew York Central & Hudson River Rail- 
road were thrown from the track on a high embankment near 
Holly, N. ¥., as the trai was slowing up for the station. One 
truck rolled down the bank, but nothing else. 

On the morning of the 6th, just above Mill Creek, Michigan, 
on the Grand Rapids & Indianu Railroad, five cars of a freight 
train were thrown from the track by a broken rail. 

On the 6th, a freight train on the Cincinnati & Indianapolis 
Junction Railroad was wrecked about 35 miles from Indian- 


apolis, 

On the 6th, 15 miles west of Crawfordsville, Ind., on the In- 
dianapolis, Bloomimgton & Western Railway, a freight train 
broke © ed some trestle work, and twenty cars were 


Between two and three o'clock on the morning of the 7th, a 
wheel broke undera car of merchandise in a freight train on 
the New York Central & Hudson River Railroad just above the 
station at Fishkill Landing. This threw the car trom the track, 
and in this condition it was dragged over the ties (and over 
five culverts) for five miles, when at last the car swung across 
the track and the accident was discovered. 

On the 7th, about three o’clock in the morning, about haif a 
mile above the Winona & St. Peter depot in Winona, Minun., an 
up passenger train of the Milwaukee & St. Paul road anda 
down freight of the Winona & St. Peter ran into each other and 
the engines were badly damaged. 

On the 7th, a parallel rod broke on an engine drawing a pas- 
senger train on the Indianapolis, Peru & Chicago Railroad, and 
the revolutions of the rear end crushed through the cab, bareiy 
missing the engineman. 

Shortly after miduight on the morning of the 8th, a rail was 
broken loose under a south-bound passenger train on the Madi- 
son Division of the Chicago & Northwestern Railway, and the 
third coach and sleeping car behind it were thrown ucross the 
track, delaying the train nine hours. 

Very early in the morning on the 8th, between Brocton and 
Westtield, N. Y., on the Lake Shore & Michigan Southern 

ilway, an express train, consisting of a locomotive, two bag- 
gage cars, one emigrant car and two coaches, was thrown from 
the track, the engine was capsized and the engineman and 
fireman and two passengers were injured. 

On the morning of the 8th, three cars, one of them a passen- 
ger car, of a local train on the Lake Superior & Mississippi Rail- 
road were thrown from the track by a broken rail about a mile 
north of St. Paul, Minn. 

On the morning of the 8th, four cars of a north-bound local 
treight train on the Rutland Railroad were thrown from the 
track by the breaking of a brake, and three of them were badly 
broken up. 

On the 8th, a west-bound mail train on the Pittsburgh, Fort 
Wayne & Chicago Railway jumped the track near Canton, O. 

n the — the 8th, a passenger train on the Philadel- 
hia & Reading Railroad ran into a coal train at Mount Carbon, 
‘a., and the engine, baggage car and ladies’ car of the passen- 
er train were thrown down the bank. The baggage car was 
urned and the passenger car partly burned. The engineman 

and fireman were seriously injured. The conductor o! the coal 
train was blamed. 

Ox the 9th, a trainon the Oregon Division of the Central 
Pacific Railroad run off the track at a point where floods had 
— away the embankment, and the engineman was slightly 

ur 

On the night of the 9th, six cars of a north-bound express 
train on the New York Central & Hudson River Railroad ran off 
the track at Coxsackie, N. Y., on account, itis reported, of a mis- 

laced switch. The trucks of these cars were badly broken. 

he switch signal was greeny shown, but the light was pot 
burping, and it was not discovered until it was too late to stop 
the train. Acorrespondent of the Poughkeepsie Zagle reports 
the following conversation had by him with two station men: 

** Reporter—Are you the son of the station agent? 

<< Hop-Did your father ask you to light the switch signals 
: p.—. your father ask you ig! © swi 
last night? 

*Son—Yes sir, he 





did. 
** Rep.—Did you tell him the weather was too cold? 
7 
“Son—Yes sir. 





* Rep.—Well, wasn’t that a — of duty? , 

“Son—Well, I don't know; I s’pose so. I s’pose if I had 
lighted them this wouldn’t have happened. 

‘Rep. (to the father)—Did you tell your son to light the 
switch signals last night ? 

* Father—Yes sir. 

** Rep.—What did he say? 

‘** Father—He thought the weather was too cold. 

‘‘ Rep.—Then the switch signals were not lighted at all? 

* Father—No sir.” : 

On the night of the 10th, as a north-bound accommodation 
train on the Allegheny Valley Railroad was runniog near Scrub 
Grass, Pa., five oil cars and one coach were thrown from the 
track, and the latter, after turning one and a half times over, 
landed bottom up in four or five feet of water in the Allegheny 
River. The oil from the broken tanks ran over the surface of 
the water and caught fire from the ‘stoves in the coach, which 
was burned. Three persons were killed and 14 injured, most 
of the latter being slightly burned. A broken rail and a fallen 
brake have been assigned as causes of the derailment. . 

On the night of the 10th, near Cutler, Ohio, on the Marietta 
& Cincinnati Railroad, there was a collision between two fast 
freight trains, by which much damage was done to rolling 
stock and ope man was seriously hurt. ft 

On the evening of the 10th, near Fall Creek Bridge, on the 
Indianapolis, Cincinnati & Lafayette Railroad, nine cars of a 
freight train were thrown from the track and seven of them 
badly wrecked by the breaking of a wheel. 

On the afternoon of the 1Uth, the breaking of a truck threw 
some cars of an express train on the Erie Railway from the 
track at the Bergen ‘i unnel, N. J. ‘ . 

On the 10th, an east-bound freight train on the Boston, Clin- 
ton & Fitchburg Railroad was thrown from the track at Gates 
Crossing, Mass. 

About 2 o’clock in the morning on the 11th, there was a col- 
lision between two freight trains on the New York Division of 
the Pennsylvania Railroad between Elizabeth and Lindeu, N. J. 

At 4 o’clock in the morning of the 11th, a west-bound express 
on the Philadelphia & Erie Railroad encountered a broken 
rail two miles west of Ridgeway, Pa. The engine, tender and 
baggage car passed over safely, two passenger cars went down 
the bank six or eight feet, and the sieeping car at the rear ree 
mained on the track. One of the cars landed on its top, the 
other on its side. Fifteen passengers were hurt, but none very 
seriously. The train was running very slowly at the time. 

On the morning of the llth, at Stafford’s Crossing, Vt., on 
the Harlem Extension Railroad, the passenger car of a north- 
bound mixed train was thrown from the track by a broken rail, 
and before the train could be stopped the trucks of this car 
were ruined. 

Ou the morning of the 11th, one car of a freight train on the 
Illinois Central Mailroad jumped the track and turned over on 
its side, at Kankakee, IL. 

On the 11th, about a mile south of Marlboro, N. H., on the 
Cheshire Railroad, as a mail train was passing along & raps | 
hillside, one of the driving axles broke, and a wheel fell off an 
into a stream below. 

On the evening of the 11th, a mixed train on the Toledo, Wa- 
bash & Western Railway was thrown from the track between 
West Point and Attica, Ind., and nine freight cars were piled 
together in ruius, aud the track blocked about ten hours. 

On the night of the 11th, a few miles west of Brazil, Ind., on 
the Vandalia Line, an express train ran into a caboose and two 
flat cars that had broken from the rear of a freight train. 

On the night of the llth, one coach and a ping car of a 
west-bound passenger train on the Loledo, Wabash & Western 
ve. — thrown into the ditch bya broken rail near Ver- 
sailles, 

About 4 o’clock on the morning of the 12th, as an east-bound ' 
passenger train on the Philadelphia & Erie Railroad was run- 
ning about 15 miles east of Kane, Pa., the whole train, except 
the engine and baggage car, was thrown from the track by « 
vroken rail, and one coach and a sleeping car were badly 
wrecked. Lhe engineman and two passengers were consid »r- 
ably hurt. ¢ 

isarly 1a the morning of the 12th, an east-bound freight train 
on the Boonton Brauch of the Morris & Essex Division of the 
Delaware, Lackawauna & Western Railroad raninto the head of 
a coal train, badly wrecking both engines and a number of cars, 
and blocking the track for several hours. 

On the morning of the 12th, near Mount de Chantal, a coach 
of a passenger train on the Hempfield Rai was thrown 
from the track by a broken rail. ; 

On the 12th, at 11 a. m., a mail train approaching the station 
at Jackson, Mich., on the Michigan Central Rai » Tan into 
a coai train which stood partly upon a side track, damaging all 
the coaches more or less. : ’ 

On the 12th, a north-bound express train on the Wisconsin 
Division of the Chicago & Northwestern Railway met a broken 
rail near Shopiere, Wis., and all the cars but one were thrown 
from the track, with very little injary, however, either to pas- 
sengers or cars. 

On the afternoon of the 12th, about a mile north of Irondale, 
O , four coaches of a south-bound express train on the Cleve- 
land & Pittsbargh Railréad were thrown from the track by the 
breaking of a rail joint, and three passengers were slightly and 
one badly injured. 

On the evening of the 12th, near Manchester, Vt , on the 
Harlem Extension Railroad, the trucks of a passenger var on & 
north-bound train were thrown from the track by a br ken rail, 
and in this condition it was dragged over a bridge abo .' 30 feet 
long, cutting out nearly every tie, but no otner car lvit the 
track and little damage was done to cars, 

Oo the evening of the 12th, a west-bound express train on 
tho Erie Railway was thréwn from the track at 
by reason of a misplaced switch, it is reported. 

On the evening of the 12th, 13 miles east of Elko, Nev., near 
Osino, on the Central Pacitic Railroad, there was a collision be- 
tween an east-Yound Fw em gd train and a west-bound freight, 
on a short course through a curve on Humboldt River, by 
which both engines were ruined; one corner of she mail car 
was crushed in, and a coal car from the — train piled on 
top of it, but no other damage than the breaking of draw-bars 
was done to the passenger cars. The paesenger tender went 
down the bank into the river, and six cars of the freight train 
were more or less broken up. The fireman of the freight train 
and’a brakeman were inj 


A telegram reports that the pass nger train was running 
slowly and the freight at high speed, that the engines were 
not more than 400 ieet apart when the danger was discovered ; 
that the air-brake nearly stopped the passenger train before 
the shock, but that the brake and reversing the freight were 
insufficient to check it materially. It was also widely tele- 
graphed that the accident was owiug to the inconsistent orders 
given by the train dispatcher at Carlin, which was not true and 
very unjust to the dispatcher. An officer of the company cog- 
vizant of the facts writes us that the cause of the collision was 
carelessness on the part of the conductor, J. W. Sparks, and 
the engine man, Joseph P. Johnson, of the freight-train, both of 
whom disappeared soon after the accident and could not be 
found. 

About 10 o’clock on the morning of the 13th, a freight train 
on the Erie Railway ran off the track ata bridge near Basket, 
58 miles west of Port Jervis, and some of the cars went over 
and into the stream. 


Early in the morning on the 19th, the postal car, first-class 
coach and sleeping car of an east-bound express train on the 
Grand Trunk Railway were thrown from the track by a broken 


n, N. Y., 





rail and upset at some distance west of Prescott. Ont., com- 
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pletely destroying the first class car and injuring seven pas- 
sengere, 

On the 18th, the locomotive of a passenger train on the Kan- 
sas City, St. Joseph & Council Bluffs Railroad was thrown from 
the track near St. Joseph, Mo., by a tie which some one had 
placed on the track. 2 : 

On the night of the 13th, near Cleves, O0., on the Indianapolis, 
Ciucinvati & Lafayette Railroad, an east-bound passenger train 
ran off the track and a sleeping car was overturned and one 
passenger badly hurt. 

Near midnight on the 13th, the truck of a coal train on the 
New York & Oswego Midiand Railroad jumped the track near 

Oneida Community, and in that condition the car was dragged 
a quarter of a mile, till, when the train reached a trestle, two 
cars pitched over to the ground, 23 feet below. Two hundred 
ties were splintered under the wheels. iy 

On the 14th, about 1 o’clock in the morning, the engine of a 
freight train jumped the track of the Erie Railway, near the 

depot in Paterson, N. J., and tore up the planking between the 
tracks for some distauce. 

On the morning of the 14th, a freight train on the New York 
Central & Hudson River Railroad was thrown from the track 
by a broken rail near Holly, N. Y., fatally injuring the con- 
ductor, George A. Snaler. He lived long enough, however, to 
send back a flag to warn ’a following express train. 

On the morning of the 14th, several cars of a freight train on 
the St. Paul & Sioux City Railroad were thrown from the track 
near Mankato, Minn., and the road was blocked about a day. 

About 8} o’vlock inthe moraing on the lith, a mail train on 
the [ilinois Central Railroad ran off the track at a switch near 
Calumet, Ill, the engine stcpping 30 feet from the track, the 
tender and mail car being overturned, and the express messen- 
ger slightl injured. 

On the afternoon of the 14th, an east-bound passenger train 
on the Indiauapolis, Bloomington & Western Railway run over a 
cow near Champaign, Ill., by which the rear coach was thrown 

into the ditch. 

Oa the morning of the 14th, near Belchertown, Mass., on the 
New London Northern Ratirvad, the locomotive, baggage car 
aud one coach of a passenger train were thrown from the track 
by a broken rail wh le ruaniog at the rate of 35 miles an hour 
ou an embankment 30 feet high, but stopped before going over. 

On the afternoon of the 14th, at Bonaventura Station, on the 
Grand Trunk Railway, the boiier of a switching engine which 
was standing on a side track exploded. The engineman, who 
was standing on the boiler at the time, was thrown torty feet 
and against a house and instantly killed, and the fireman was 

badly scalded. A woman standing in a dvorway at some dis- 
tance was fatally injured by a fragment of the boiler. 

On the afternoon of the 14th, asa a engine was taking 
in water at Carpeater'’s Station, on the Northern Central Rali- 
way, the boiler exploded, badly scalding the engineman, tire- 
man anda flagman. 

On the afternoon of the 14th, on a bridge on the Knox & 
Lincoln Railroad just above Wiscasset, Maine, an east-bound 
freight rau off the track and four cars were damaged. 

On the afternoon of the 14th, four miles west of Young 
America, Ill., on the Burlington Division of the Chicago, Bur- 
lington & Quincy Railroad, the draft iron broke from the 
por gd and fell upon the track, causing two cars to godown the 

ank. 

On the morning of the 14th, as a way train on the New Jersey 
Division of the New York & Oswego Midland Railroad was back- 
ing vut of a switch at New Durham, N. J., the engine ran off 
the track at a frog and blocked the track two hours. 

On the morning of the 15th, on the Chicago & Northwest- 
ern Railway four wiles east of Fulton, Ill., seven cars of a 
freight train were thrown from the track and into the ditch. 

On the atternovn of the 15th, four miles above Cairo, Ll!., on 
the Ulinois Central Railroad, eleven cars of a south-buund 
freight train were thrown from the track by a broken rail and 
three of them demolished. 

On the 15th, near Connellsville, Pa., on the Mount Pleasant 
Brauch of the Pittsburgh, Washington & Baltimore Railway, 
as a freight train was backing into a siding, the rear car ran 
over a hog, and was thrown from the track, and the conductor 
anda brakeman who were iu the car were fatally hurt 

On the night of the 15th, as a freight train was backing over 
a bridge near Mediaa, N. Y., onthe New York Central & Hud- 
son River Railroad, it ran over a man who was crossing the 
bridge, and this threw one of the trucks from the rails, and as 
this derailed truck was being dragged over a bridge over a 
street in the town, the bridge gave way and six cars fell into 
the street beluw. . 

On the night of the 16th, near Duck Hill, Miss., on the Mis- 
sissippi Ceutral Railroad, the sleeping cars of a suuth-bound 
mil train broke loose, suapping the bell-cord and caus ng the 
engiaeman to stop as quickly as possible, when the loose cars 
ran into the endof the ladies’ sar with such force as to throw the 
passengers from the seats, injuring three persons somewhat. 

On the morning of the 17th, as a passevger train on the 
Erte Ruilway was passing Rutherford Park, N. J., a couplin 
broke, and several cars were thrown from the track an 
damaged to the amount of about $5.000. 

Oa the morning of the 17th, a mile east of Cedar Rapids, 
Towa, asa freight train was running slowly over a step em- 
bankmenr, eleven — cars were thrown from the track by 
a broken rail. Ten of the cars were loaded with stock. 

On the 17th, alout noon, as an engine was going up the New 
York Central track to West Albany, the steam-chest exploded, 
and then the — backe i down the grade at t speed and 
ran into an engine standing at the depot, disabling both loco- 
motives. 

On the 17th, alittle after noon, as a north-bound passenger 
train on the Allegheny Valley Railroad was near Hillville, Pa., a 
broken rail threw one coach and one coal car from the track, 
aud three passengers were slightly injured. © 

On the 17th, near Hickory, Tenn., on the Mississippi Central 
Railroad, « freight train went into the ditch and several cars of 
cattle were crushed. 

Ou the morning of the 18th, just after midnight, near Mor- 
gau’s Corner, Pa., 12 miles west of Phiiadelphia, on the Peun- 
sylvania Railroad, the two rear sleeping cars of a west-bound 
express of eight cars broke off, and, being missed after the 
train had gone a mile, the train was backed toward them. They 
were — fast toward it, however, and the result was a coi- 
lision by which a baggage-master, who was caught retween 
cars, was dangerously injured, and a passenger, who jum 
trom a car window, was killed. One car crushed into the other 
about 10 feet, at the rear of the part connected with the 
engine. ; 

On the morning of the 18th, on the New York Central & Hud- 
son R.ver Railroad, as a detached engine was ba*king toward 
a turn-table at Yonkers it came in collision with a freight 
train moving in the opposite direction. The shock was slight, 
and did no other injury than to open the throttle-valve of the 
detached engine (the engineman having closed it, and, with 
the fireman, jumped to escape the ——— danger), so that it 
immediately started forward at a rapid rate in advance of the 

freight, and, soon aquering ym pny Ss one. overtook and 
ran into thé rear of a mail train near Hastings, nearly four 
miles from Yonkers. It crushed through the rear car, which 
telescoped with the car in front of it, injuring the couductor 
and brakeman fatally, and two passengers slightly. The Yonkers 
switchman and some trackmen swore positively at the inquest 
that the signal was set for danger; but several trainmen swore 
as positively that it was set for safety. 
o the morning of the 19th, as a south-bound milk train and 
& north-bound suburban train on the New York Central & Hud- 
son River Railroad were passing each other just above the city of 


New York, the milk train was thrown from the track by a broken 
wheel, and struck the rear car of the suburban train and 
wrecked it. One person was injured. 

At 5:30 on the morning of the 19th, as an east-bound mail 
train on the Little Rock & Fort Smith Railroad 
was rounding a curve two miles east of Piumers, Ark., the rear 
car (a box car containing 32 passengers) jumped the track, so 
that the rear end fell down the bank, and in that condition the 
car was dragged about ahundred yards, injuring 24 persons, 
one of them mortally. 

On the morning of the 19th, at Poughkeepsie, N. Y., on the 
Poughkeepsie & Eastern Railroad, a locomotive and tender 
were thrown from the track by accumulated ice and snow and 
went dawn the bank. 

On the afternoon of the 19th, near Freeport, Me., on the 
Maine Central Railroad, both parallel rods of a locomotive 
broke at once, and the ends revolving thrashed through the 
sides of the cab. 

On the evening of the 19th, an express train on the Lake 
Shore & Michigan Southern Railway ran into the rear of a 
freight train of the Chicago, Rock Island & Pacific Railroad at 
the janction of the two roads about eight miles south of the 
Chicago depot, quite demolishing the caboose and wrecking 
other cars, and killing a man in the caboose. It is reported 
that the express was on time and had the right to the road, 
aud that no signal indicated the proximity of the freight. 

On the morning of the 20th, at Gray’s Ferry, Pa., on the 
Philadelphia, Wilmington & Baltimore Railroad, an engine ran 
into a coal-vil train with such force as to burst one of the 
vil-tanks and damage the engine badly. Then the oil caught 
fire,and the tender was uearly ruined and the engine badly 
damaged further. 

About 7 o’clock on the morning of the 20th, as a train on the 
Newark & New York Railroad was passing Brill’s Switch, the 
front truck of the forward passenger car left the track, and the 
end of the car struck a freight car on the side track and was 
badly damaged. The train was running slowly at the time and 
no one was hurt. The accident was said to have been causcd 
by a broken switch-rod. 

On the 20th, just east of the Kaw River Bridge, near Kansas 
City, there was acollision between a yard engine of the Missouri 
Pacific and a Kansas Pacific engine, one backing and the other 
moving forward, dving very little damage. The blame is laid 
onone of the enginemen, for not iooking out for signals. 

On the evening of the 20th, near Pulaski, N Y., on the Oswe- 
go & Rome Railroad, one truck of a car on a north-bound train 
jumped the track. 

On the night of the 20th, abou! 10 miles east of Decatur, Ill.. 
on the Toledo, Wabash & Western Railway, a freight train 
broke in two while on a down grade, and when the forward 
part was stopped the rear cars ran into it with such force as to 
throw the engine and six cars from the track, severely injuring 
a brakeman. 

On the night of the 20th, at Comanche, Iowa, twelve cars of 
a freight train were thrown from the track by a broken rail on 
the Chicago & Northwesteru Railway. 

At three o’clock in the morning, of the 2ist, near Bismarck, 
Mo., on the St. Louis & Iron Mountain Railroad, a train which 
bad been standing on the track moved forward to keep out of 
the way of an approachirg train, and in so doing ran into a 
third train, which had not been observed. A brakeman was 
kilied and a conductor injured. 

On the morning of the 21st, near Wolcott, Mo., on the South- 
western Division of. the Chicago, Rock Island & Pacific Rail- 
road, there was a collision which blocked the road nearly 24 
hours. 

On the morning of the 21st, as a south-bound freight train 
on the Philadeiphia, Wilmington & Baltimore Railroad was 
crossing the bridge over Bush River, one of the cars jumped 
the track, and thus the train was brought to a stand ou the 
bridge for four hours. ; 

Ou the 21st, the wind blewan empty freight car from a siding 
to the main track on the Southwestern Division of the Chicago, 
Rock Island & Pacific Railroad, and the next train went 
through it. 

On the 2ist, the baggage car of an express train on the Mis- 
rouri Paditic Railroad struck a coal car which had been left on 
a siding too near the main track and crushed it. 

On the afternoon of the 2ist, a mixed train on the Chicago & 
Nor hwestern Railway went into the ditch near Low Moor, 
Iowa 

On the evening of the 2ist, three cars of a south-bound 
freight train on the St. Paul & Sioux City Railroad ran into the 
ditch near Sprivg Lake, Minn. 

On the morning of the 22d, there was a collision on the Mis- 
sour: Pacitic Railroad between a west-bound express and an 
east-bvound accommodation, by which the engines were slightly 
damaged. 

On the morning of the 22d, a train on the Monticello & Port 
Jervis Railroad ran off the track near Monticello, New York. 

Ou the evening of the 22d, a little north of the State Line, 
ou the the Harlem Extension Railroad, the road being ba ly 
biocked by suow, a tran backiug dowa left the rails and was 
deliyed some hours. 

Ou the evening of the 22d, on the Harlem Extension Rail- 
road, the smokiug car and coach of a north-bound mail train 
jumped the track at Stephentown, and were left behind, 

Ou the morning of the 22d, near Blackstocks, 8. C.,on the 
Charlotte, Columbia & Augusta Railroad, the engine and five 
cars of a freight train were thrown from the track and badly 
broken by a broken rail. 

On the night of the 22d, on the Rutland Branch of the Rens- 
selaer & Saratoga Railroad, the road being blocked by snow at 
the time, a rail broke under a north-bound accommodation 
train drawn by two locomotives, about a mile and a half below 
Whiteball, N. Y., and the tender of the rear engine, two bag- 
gage cars, the suoking car and express car went off the track 
and down a bank twelve or fifteen feet high. 

On the 23d, a little after midnight, a north-bound freight 
train on the Chicago, Danville & Vincennes road, becanie short 
of water about five miles below Momence, IIl., and the engine 
was detached and ran on to Momence for water, where the tanks 
were frozen and the supply had to be taken in slowly by buckets. 
While the cars were standing, with no signal out, about 5 
o’clock in the morning, a north-bound passenger train ran into 
them, killing the freight conductor and injuring a brakeman, 
both of whom were asleep in the caboose, and also injuring the 
engineman of the ago engine. The caboose and one 
coal car were burned. The weather was intensely cold, and it 
was severai hours before the express was due when the engine 
started, which was probably the excuse of the trainmen for not 
keeping out a signal, though it is also reported that no notice 
was given by the engineman when he cut loose. 

On the morning of the 23d, at Easton Siding, on the Balti- 
more & Ohio Railroad, a fast freight train ran into the rear of 
a stock train with great force, throwing the tender of the fast 
freight from the track, and destroying two cars of merchan- 
dise and killing the fireman. It is reported that both trains 
were ahead of time, that the stock train was waiting tu go 
back to time, but had put out no signals, though it was quite 
dark and that, finally, all the trainmen of both trains were im- 
mediately discharged for disobeying orders. 

Early on the morning of the 24th, near Towanda, Ill., on the 
Chicago & Alton Railroad, an entire train was thrown from the 
track bv a broken rail, the engine was turned completely 
around, the cars—oue baggage, two coaches and one sleeper— 
passed it and lodged in the ditch, right side up, being held 
firm by the Biackstone platforms. A brakeman was killed in 





jumping, and the engineman and fireman were badly bruised. 
On the 24th; in a blinding storm, as an east-bound freight 








train on the Lake Shore & Michigan Southern Railway was 
crossing the trestle at Smoke’s Creek, near Hamburgh, N. ¥., 
the nineteenth car frem the engine jumped the track and was 
followed by the rest of the train—18 joaded freight cars and the 
caboose, Tone of the cars went vver, and a signal was sent 
back to stop a following freight train, but it was not seen, 
through the snow storm, until too Jate, and the train ran into 
the wreck, crushing and setting fire to the caboose and the 
freight cars, which were burned. The wreck blocked both 
taste for some hours. 

On the 24th, at Otego, N. Y., on the Albany & Susquehanna 
Railroad, a passenger train was, thrown from the track by a 
broken rail, and the conductor, baggage master and express 
messenger were injured. 

On the afternoon of the 24th, a few miles north of Jackson, 
Mich., on the Jackson, Lansing & Saginaw Division ot the 
Michigan Central Railroad, a broken rail on a bridge threw two 
coaches full of passengers down 15 or 20 feet upon the ice, bot- 
toms up, wounding one passenger fatally, and nine others more 
or less severely. The cars caught fire from the stoves, but it 
was soon put out. ' 

On the night of the 24th, a freight train of the Hannibal & 
St. Joseph Railroad, while leaving the yards at Quincy, LL, 
was turned by a misplaced switch from the track leading to the 
bridge to that of the Burlington & Carthage Branch of the Chi- 
cago, Burlington & Quincy Railroad. A rail had been taxen | 
for repair on this track, and before the train could be stop 
the engine and several cars ran off and the track was blocked 
for nine hours. 

About 8 o’clock on the morning of the 25th, as a west-bound 
freight train on the Morris & Essex Division of the Delaware, 
Lackawanna & Western Railroad was passing the station at 
Summit, N. J., the locomotive left the track at a frog and ran 
into a train of empty passenger cars which was standing on a 
side track, wrecking several cars. 

About 54 o'clock in the morning on the 26th, near Augusta, 
Mo., on the Missouri Pacific Railroad, there was a collision be- 
tween a freight train and an accommodation, caused, it is said, 
by the freight’s running on the other train’s time, and doing 
little damage other than several hours’ delay. Pet 

About 9 o’clock on the morning of the 26th, a shifting engine 
on the Erie Railway ran off the track while passing from the 
main toa side track, at the west end of Bergen Tunnel. Trains 
were delayed about an hour, but little damage was done. 

On the morning of the 26th, near West Penn. Junction, Pa., 
on the Allegheny Valley Railroad, a freight-train was thrown 
from the track, and several of the cars rolled over. The con- 
ductor was seriously hurt. A broken rail is reported to have 
caused the accident. 

On the morning of the 26th, in a blinding snow-storm, on 
the track of the Illinois Central Railroad, in Dubuque, an in- 
coming passenger-train, of the Chicago, Clinton & Dubuque 
Railroad, and an outgoing passenger-train, of the Illinois Cen- 
tral, met in collivion, while running slowly, and both engines, 
and baggage and express cars of the Illinois Central train were 
badly damaged, and two men in the express car were injured. 
The Illinois Central train was 40 minutes late, but is said to 
have had the right to the road. . , 

On the 26th, after noon, six cars of a freight train on the Oil 
Creek Railroad were thrown from the track below Petroleum 
Centre, Pa., by a broken rail. 

On the afternoon of the 26th, between Carthage and Great 
Bend, N. Y., on the Utica & Biack River Railroad, a freight 
train ran off the track, but was got on again, and proceeded, 
leaving the track in so bad condition that . 

On the night of the same day, a following express train and 
its baggage, mail and passenger cars were thrown off at the 
same place, and one car was disabled. 

Between one and two o’c).ck on the morning of the 27th, as 
® passenger train on the Northern Central Railway was slowly 
passing Conewago siding, the engine and two cars were thrown 
from the track by a switch which a freight train had left open. 

On the morning of the 28th, at De Kalb, Ill., on the Chicago 
& Northw: stern Railway, thirteen cars of a fraght train went 
over a bridge into a creek. 

Early in the month, a train ran off the track of the Oregon & 
California Railroad near Redding, Oregon, killing the engine- 


an. 

About the middle.of the month a construction train on the 
Houston & Texas Central Railroad jumped the track above 
McKinney, Texas, killing one man and wounding some others. 

About the middle of the month, as a night express was run- 
ning at great speed down the Boston & Maine Railroad, one 
of the parallel rods broke, crushed one side of the cab, and 
threw the engine from the track. 

In the latter part of the month, at New Lisbon, N. J., on the 
the New Jersty Southern Railroad, afreight train ran into some 
permene cars of the Kinkora Branch, dangerously injuring a 
brakeman. 


This is a total of 133 accidents, 19 of which caused death, 
and 24 others injury to persons. The number killed was 25, 


and the number injured 126. They may be classified as to their 
nature and causes as follows : 


DERAILMENTS, 
SD cannusewiswas seein empibandssaiediarvaaebael 34 
SONGS A. Ss sccakces .9065i0abesebbee cceaeeiehnebeaee 25 
SO MOU io i kccsecccckessec bb b0a8 ayes Frese s ore 5 
PAIOTOE BH IND G5 5. 5 inks sqesiespicesaensder scaensd ceedeeaee 5 
Broken juint or ratl-fasteming....... ..ccscecccccsscsececee 2 
OMIM Us Lads cccclecéccccsdceesel, sacabbbocsses css 2 
PO CIN onc si sccccvedes ceccsccnses ascbSebdbahsseshee 
SNES cehc nus cha cevcasectnapepesennsatatsunsacee 


Broken trestle 
B-oken brake 
Bro en truck 


CORR meee Ree e Reem ween eee eee see esse eee® 


SOOM mem eee ee ree eee eee eeeeeeeeserese S888 


ah ek be et 


eee eer reer ey 








Broken coupling ...... 
Broken switch rod... 
Broken parallel-rod. . 
Bad track c..6 i... 00% 
Malicious ubstruction 
Wash-out 


CoLuisions. 
Rear coilisions..............20008 Selaseceoereshbescoecess 13 
II oshin conn eeevccsaeaialneakapsinenssscteee 9 
Umexpininell hisict ies. och... cdo dbbecece bod cecdveddemecccccees 18—35 

NLC... staccabesad -ensnasnesbasegdaantieeents 

Broken connecting or parallel rodS.........ce.seccee.s b0de.ceee 

Broken driving-wheel tire 

Broken driving axle 

Steam-chest explosion 

Unkuown 


POOR eee Heme ewww eewe sess ess eeeeeseees 


SOOTHE Oe H OHH OHHH RHEE ES CHEESE EEE ES ESSE ESSE EE EE ES 


2 et ee COCO 


Distributed as to time, we see that there was one ac- 
cident on the 2d, the 16th, the 27th and 28th days of the month; 
two each on the 5th, 9th, 23d and 25th ; three each on the 3d, 
6th, 7th and 18th ; four each on the 1st and 15th ; five each on 
the 10th, 13th and 24th; sixeach on the 8th, 17th, 19th, 20th 
and 22d; seven each on the 4th and 2ist; eight each on the 
llth and 26th, nine on the 12th, and not less than eleven on 
the 14th ; besides five on days not known. On the four Sun- 
days of the month there were six accidents, 

Looking to the reported causes of the accidents, we see that 
32 were caused by defects or failures of permanent way, 25 by 
broken rails, and 21 by defects or failures in rolling stock. .._ 
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For the twelve months ending with February our record 
stands as follows : 












No. of Accidents. Killed. Injured. 
ER rcv eweveedaverseneveeseest-oseell 27 3 67 
ST isc: chanconmainebimbamsinaia 22 13 32 
Cece desocicoossocoeoseee’ cos 27 9 33 
ME dbplincetenaanseabasanaaackaasee 44 63 114 
GLA. | cncceebadspashouaiehnkadsslwal 31 35 
ng ESA POSEN TE ERS T 63 15 49 
IONS cd 5.50.N4 biWidecsbebsne) acs vot 24 104 
I 35Gb505hcch-ockb-sodidasacnaldeanis 90 29 102 
BONE «ative ecb erbatatln-duinaicacnden 103 37 114 
December .. 112 42 133 
EE Sc hevknkad chehaeaeaddes pcan oten 178 40 1 
February ; 25 126 
Tete. sas! caus le dete: bccdcoceht 901 335 1,139 


We must repeat again that our record is not complete, espe- 
cially as regards the accidents causing no serious injury to 
persons. Probably most of the slighter derailments, causing 
no long delay to trains, are never reported at all in the news- 
papers, and it is from the newspapers that most of our infor- 
mation comes. Probably not many of those accidents which 
cause death or very serious injury escape the notice of the local 
newspapers, and few that are contained in the newspapers 
escape us. And doubtless the lighter accidents are much more 
fully reported for some roads than for others, owing to the 
differing habits of the local press, so that the frequent men- 
tion of the name of any given road in this record by no means 
proves that it is exceptional in the number of its accidents. 

. 





Report of the Pennsylvania Railroad Company 
for 1872. 





Orrick oF THE PENNSYLVANIA RartRroap Company, | 
PHILADELPHIA, March 10, 1873. § 
To the Slockholders of the Pennsylvania Railroad Company : 
Your directors have much pleasure in submitting to you the 
following very satisfactory statements of the business of your 
railways and canals for the past year. J 
The earnings of your railway and branches between Philadel- 
phia and Pittsburgh were : 
i on a a ances concncoeeeeh $4,622,012 80 
From emigrant passeagers........ ... 249,005 08 














PONE SI oc 0b.ct tidbevcd ccoesce «-. 154,014 78 
Prom Xprees MAtteP..... 2.0. ceccecccecce 449.627 35 
From general freigh 8...........0.eseeee8 16,854,891 41 . 

From miecelianeous sources ...........- 289,073 t5 

———$22 012,525 27 
EXPENSES. 

For conducting transportation............ $4,964 932 75 

SE PEE onc) - ons ceccccnenase oo 3.826,946 40 

For maintenance of care,. -- 1.305.899 83 

For maintenance of road.... 3.337,724 69 

For general expenses......... 329,169 42 
————_ 13. 764,673 09 
Leaving net earnings in 1872 ...........+0-ceeesees $8,247,852 18 
The total earnings of these works in 1871 were........$18,719.836 85 
RE PON ois a ik bec decth redivcccntadidateohes heeee 22,012,525 27 
Showing an increase in 1872 Of. ..............00+ee0 $3,292,638 42 


Of the above earnings, there was received from the 358 miles 


of main line : 
rs ae ae ae ee ee ++ ++$20,010.818 80 
Fe i ntesnticedns sanibadien d¢ennensesté O6. eoncccocece 17.338,824 28 


Increase from the main line..............secceee $2,671,994 52 


And from the branch lines : 


In 1872—426 miles in length - $2,001,706 47 





In 1871—375 miles in length.............sseceeere ° 1 381.012 57 
INNO sik 55 Siicde cides vacisccenbubesaenees eseee $020,693 90 
The earnings of the branch lines operated by your 
company in 1872, as already stated, were.......... .. $2,001,706 47 
The expenses of operating them, including rents of 
leased branches, Were ..........sccccccescsccececs eveee 1,994,121 84 
Showing a net direct profit in operating these lines of $7,584 63 


The sources of revenue in 1872, c.mpared with those of 1871, 
show an invrease in every item as follows : 





First-class passengers ....... EEE \ ‘ls <echiniitaa litera $302,748 44 
Emigrant pussengers...... . 83.612 96 
General freights.. 804 586 90 
bith caneaeaas 7,021 66 
Expre 8 matter... eb pdadees 4isshtourepeertvguee 87 2i7 45 
pe ee rere 7,441 01 
DOR ibis dvenises chi cwiecnninist <4cb0iapaenniete $3,292,683 42 


The whole number of passengers carried in 1871 was 4,699,- 

985, and in 1872, 5,250,393, an increase of 550,408, or nearly 11.71 
er cent. 

4 The average distance traveled by each passenger was 33.11 

miles, being 58-100 more than in 1871. 

The number of tons of freight moved (including 614,757 tons 
of fuel and other materials for the company’s use) was 8,459,- 
635 tons, embracing 3,669,071 tons of coal. It was last year 
7,100,294 tons, showing an increase of 1,359,241 tons, or over 19.3 

r cent. 

PeThe average charges per net ton per mile upon freights dur- 
ing the year was 1.4163 cents, against 1.3887 cents last year, and 
per passenger 2.45 cents per mile against 2.53 last year, or an 
average increase in the rate of freight charges in 1872 above 
those of 1871 of 0.0276, or a litule over —— of a mill per 
ton per mile; and in passenger charges a decrease of 8-10 of a 
mill per passenger per mile. 

The average cost of moving freight was 0.886 cents per 
fe per mile, and for passengers 1.837 cents per passenger per 
mile, 

The actual cost of operating your railway, including branch 
lines, in 1872 was 6253 per cent. of its receipts; excluding 
branch lines it was 58.92 per cent. 

For more detailed statements of the receipts and expenses 
of the main line the shareholders are referred to the full and 
satisfactory reports of the General npg, and Controller. 

The earnings of the Philadelphia & Erie railroad in 1872 
were: 

From passengere.........0-.+sseeeceeecees 264 
TT rT ere 

From express matter...........-.+- 

From mails........ .. Aihenesbooreas arate 

From miscellaneous sources 







Total (neariy $13,822 per mile of road)............ £3,980,752 87 


The operating expenses during the same period 
were: 


For conducting traneportation.. 
For motive power ............... 
For maintenauce of cars... dae . 
For maintenance of way...........+.0++e0s 1,192,943 07 

————_ 3,288,015 91 


-- $341,298 21 






ob Se SS Re estilo cee teeette” aus $692,736 96 
The number of tons of freight moved —_ this line re 
the year was 2,028,568 tons, against 1,828,491 in 1871, 1,614,28 


of 


The average charge made ~ mile on freights was 1.190 
cents per ton per mile, and the actual cost of its movement 
0.941 of a cent per ton per mile, —- amargin of profit of 
only one quarter ofa cent per ton per mile. 

increased tonnage in 1872 over 1871 was 200,077 tons, 

and the increase in revenue from freights was $377,199.61, and 
from passengers, $61,298.58. The total increase of revenues for 
the year being $438,489.14; but the expenses, chiefly owing to 
the destruction ot the Linden Bridge by fire and the unusualiy 
large amount of iron required to keep the track in good condi- 
tion, has more than absurbed this increase. 

The net earnings of the Philadelphia & Erie Railroad have 
dissapointed the expectations of its friends and projectors; not 
in the extent of its tonnage since the modification of the lease 
but in the rates of freight that it has been able to command 
for what it carried. This line being longer from the commer- 
cial centres of the East to all important points of the West 
than its competitors, and traversing a sparsely populated 
country, with —— unfavorable for cheap transportation, 
the cost of conducting its passenger business has usually ex- 
ceeded the income from this branch of revenue. This year it 
shows a loss of $37,933.73. 


£An account is here given of the circumstances which caused 
a modification of the terms of the lease of the Philadelphia & 
Erie, and of its failure, so far, to be profitable, which are re- 
ported to be an unwise location, avoiding the coal and oil de- 
posits which might have given it its largest traffic, and its ex- 
cessive cost. ] 

The earnings of the United Railroads of New Jersey and the 


Philadelphia & Trenton Railroad, excluding those of the Belvi- 
dere Delaware Railroad and Flemington Branch, were, in 1872: 


in ee and 1,302,041 in 1869, showing a steady annual increase 
c. 










From passengers ....... « «$4,573,312 52 
From freight aoied Roe .+- 8,263.295 86 
Fiom express matter . ++ 236,554 95 
From mails...........006+ eee 485 
From miscellaneous SOUrCES.........200. cececeeseeeees 144580 47 
$8,266,226 80 
EXPENSES. 
For condueting transportation...... dv ceed $2,755.690 75 
ER ee 1,595,096 62 
For maintenance Of cars...............066 879,637 17 
For maintenance of road .............-20+ 1,224,607 03 
Vor general expenses ».........eceseseeee 50,735 21--6,005,166 78 
Leaving net earnings in 1872 ..........-seseee--++ $2,251,060 02 


The earnings of the Belvidere Delaware Railroad, 68 miles in 
length, and Flemington branch of 12 miles, were in 1872: 


From MR win Seccccc died céguctoqssate dusenesetecd $154,479 83 

From a Cccce ccccccecce ces -coceseeccees + sbeceesees . 4,319 26 

WEOGR- GEPTOD- MANUEL, 005000. cressccecocecesccccccccosccce 3,787 31 

Pees Memernl MSIMMIS.... .ccccccccsccsccccccescosccccoccoe 499.499 33 

From miscellaneous sourcees............-++eceseesereesee 2,357 45 
$664,393 18 

EXPENSES 

For conducting transportation....... eo $125,906 60 

For motive power.......ccc.sessses pt Ra rete 146,434 90 

For maintenance of cars............es00+-se00 44 840 09 

For maintenance of road........... sabsahciadseads 198,349 89 


—-——— —— $15,531 48 
showing a balance to credit of Belvidere Railroad for 
1872 of 


OSPF 0000.c0c0eseeeeessnsheessceseccoocondoossesoce’d $143,861 70 
The earnings of the Delaware & Raritan Canal in 1872 were: 
NE WR in - nd d ag ane<esnsscencneoseses cneeanenanee 938,832 06 
PPOM SCAM COWIE 20.00.00 ccccccccccccscccccccccccccce 567.053 99 
From miscellaneous8...............0+00 IRE ee LR 18,719 19 
$1, 524,605 24 
EXPENSES. 
For maintenance of canal........ ..---+.... 930 52 
For canal operation, including drawbacks of 
RE OR. sccenk-ws eases 293,338 27 


For stvam towing account 





7. 
1,016,037 49 


Leaving net earnings in 1872........ Sinnen neh aenne $508 567 75 
After deducting draw allowed to shippers in 1872, 
and airo in 1871, the actual revenues from the Dela- 

ware & Karitan Canai were, in 1872 

ARE WEF WO RETie ces tecovcosccscsscorccce cee fees 1,280,736 84 





Showing an increase Of...............0.s0005 sees  $134.419 60 


The earnings of the Philadelphia & Trenton and the United 
Railroads of New Jersey, Belvidere Delaware Railroad and 
Fiemington Branch, and the Delaware & Raritan Canal, in 1872, 
were: 


From United Railroads of New Jersey, etc............- $8,266,226 80 
From Be.videre Delaware Railroad and Flemington 
REIN. <0 cocheneboseescanndag shee cveeeessabensenaes 664.593 18 
From Delaware & Karitan Canal.............se0es0+ oe 1,524,605 24 
SIS ab na os wanaptacepeessbasceqnencessesnsabeen’ $10,455,225 22 
EXPENSES. 


For United Railroads of New Jersey...... $6,005,166 78 
For Belvidere Delaware MKailroad and 
Flemington Branch, including net earn- 





ee RR eae 664,393 18 
vor sanat Beddcives y 60 ceseesoccceses cosoeces 1,016,087 49 
om 7,685,597 45 
Total net earnings of railroad and canal in 1872. $2 769,627 77 
The groes receipts from these worgs in 1871 were ..... $8.959.157 06 
And Chose FF 1B... ..crccccccessccvdcssccesesccssece 9.962,461 96 
bo ye eae 
Shin TOPO Ge oo s oon 0p004s000200900erseapieeces $1,003,304 90 


The amount required to pay interest on bondsand div- 
idends to the shareholders of the United New Jersey 
Ruilroads and Canal, under the lease, is............. $3,292,987 34 
To which add the interest at7 per cent. ape the aver- 
age estimuted amount of additional capita! employed 
in conducting the business of the road, $1,740,890.93, 


Ge GE Sane 0 55 o cab cates 6oenene obit seenhebs the. o> 60,931 14 

Add interest on loss in operating road in 1871, $930,- 
238.23, one year, 7 per cent.......... . J seececccoocece 65,116 67 
.. pereenress aseadedbodnds ebkecsetocndecateses $3,419,035 15 


From this deduct the amount contributed 

to the sinkiug fund from the earnings of 

the railways in 1872............sse-seeeeee $112 920 00 
And the amount of debt of the United Com- 

panies paid off by the Pennsylvania Rail- 





road Company in 1872...... 2. .-..sese0ee 140.568 12 

Amount received from investments......... 171,629 92 
425,118 04 
EO © seecee sees Saeibosy $2,993,917 11 

From which deduct net earnings of railways and 
nals..... i ict TOE OO aasbpbtecssbisncae 2,769,627 77 
Leaving the deficit in 1872.............-..2. esse $224,289 74 
Add deficit that had accrued up to January 1, 1872..... 930,238 23 
The total deficit up to January 1, 1873, was...... $1,154 527 57 


In considering this statement it will be recollected that no 
charge has been made net the business of the How dereey 
Railroads for the use of cars of the Pennsylvania 





Com: engaged in the h c over those railroad 
or for any rt of the sbeuneiee + incurred for the 
the of the works of your company, 


sevcecccccsccecece $1.415 156 44, 


should be distributed in due proportion among its own and 
leased lines, 

On the completion of the extensive improvements commenced 
at and near Jersey City, and the construction of the additional 
tracks contemplated along the line, it is believed that the cost of 
moving and handling freights and passengers will be so materi- 
ally reduced that we shall be able not only to meet the terms 
of the lease from the profits of the works, but to gradually ex- 
tinguish the large deticit that has accumulated. Without the 
additional facilities already provided, the increase of the busi- 
ness of the past year could not have been dis of at all, 
and the proper working of the line is still greatly em- 
barrassed for want of the additional facilities which are now - 
being provided. 

As large, however, as this deficit now amounts to—if it is 
never returned from the profits of these works—its creation 
was fully justified by the absolute necessity there existed for 
the accommodation of the rapidly increasing traffic of our line 
from the West, destined to New York and the East, the small 
profits upon the transportation ot which were not considered 
by the lessors of these rai and canals of sufficient im- 
portance to induce them to incur the heavy terminal expendi- 
tures required for its prompt and economical delivery. 

The number of passengers carried over the United Railroads 
of New Jersey in 1872 was 7,580,795, and the average distance 
traveled by each passenger was 21.39 miles. 

The number of tons of freight moved was 2,536,304 tuns, in- 
cluding 55,732 tons of bituminous coal for shipment at South 
Amboy and 78,027 tons of material transported for the compa- 
ny’s use. 

The average charge per net ton per mile upon freights dur- 


jiug the year was 2.55 cents, and per passenger 2.52 cents per 


mile. 

The actual cost of cooing the ag pw &Trentcn and 
the United Railroads of New Jersey in 1872 was 72.61 per cent. 
of its receipts, which high rate is mostly due to the want of 
facilities at the termini of the road for handling economically 
the large traffic of the line. 

The number of tons of freight moved on the Belvidere Dela- 
ware Railroad and Flemington Branch was 914,833 tons, of which 
842,749 tons was anthracite coal. 

The average charge per net ton per mile upon the freights 
carried over these lines in 1872 was 1.11 cents, and the cost ot 
moving it was but 0 819 cents per ton per mile. reflecting much 
credit upon the General Superintendent, F. W. Jackson, E 
and the Superintendent in immediate charge, Mr. Joha 
mene fur the efficient and economical management of the 

Le. 

As the accounts of the business of these railways have not 
heretofore been entered in the form and detail with which those 
of the Pennsylvania i Company have been kept, we 
have no reliable data for comparing the results of tho busmess 
of 1872 with those of previous years. 

The lease of the New Jersey improvements between Philadel- 
phia and New York includes also the Delaware & Raritan Canal 
—the water line between those cities. This wok is under the 
charge of General I. J. Wister as General Superintendent, in 
place of John G. Stevens, Esq., elected General President of 
the several companies iu New Jersey whose lines you have 
leased. This canal, though its coal tonnage fell off materially 
in 1872, has yielded, however, an increase in its net profits over 
the previous year of over $134,000. 

ith the lease of the New Jersey railroads and canals, this 
company also received property represented in shares in and 
bonds of branch railroads, street railroads, turnpikes, bridges 
and ferries over the Delaware ani Hudson rivers, amounting at 
sy to $5,714,444.25, valued at the time of their delivery at 
4,065,225.25, and believed to be now worth about that sum, 
(hese securities yielded in 1872 a net revenne of $171,629.92, 
but they cannot be sold without injury to the general interest 
of the company. This leaves the means necessary to make the 
improvements so urgently demanded for the accommodation of 
the large and increasing business of these railways at Phitadel- 
phia, Jersey City, and along the line, to be obtained from other 
sources. These improvements, consisting of additional tracks 
for passing trains, sidings at the termini, shops, engine 
houses, passenger stations, warehouses, wharves and stock 
yards, the construction of which could no longer be delayed, 
have been commenced and will be prosecuted with vigor. 
Their completion will require a heavy outlay which, it it had 
been incurred some years since, would at this time have added 
materially to the revenues of the company, and to a greater 
extent have diminished the ~~ of managing its business. 

The live stock traffic of the Pennsylvania Railroad Company 
destined to Jersey City, New York and points in the East, or 
want of facilities for 1ts accommodation at Jersey City, has for 
many years been fdrced to leave the Pennsylvania Railroad at 
Harrisburg, 106 miles west of oe and reach New York 
over the East Pennsylvania and New Jersey Central railroads, 
thus losing the profit of its transportation for about 200 miles 
out of 450 miles between Pittsburgh and New York. 

The New Jersey Central Railroad Company, in consequence, 
it issupposed of the crowded condition of its line, has recentl 
demanded specific rates for the transportation of live stoc 
over its railway, instead of its share of the rates obtainable in 
competition with other routes as heretofore. To meet this 
movement and restore this traffic to its natural channel, this 
company is under the necessity of at once incurring a heavy 
expenditure which ought to have been made some years since 

y the New Jersey companies. 

The estimated expenditure for all these works during 1872, 
1873 and 1874, including the rebuilding of thefTrentov and New 
Brunswick bridges with iron, has been estimated at $5,250,000. 
To meet this sum, the Joint Railroad Company ot New Jersey 
have delivered to us, of their general mortgage bonds, $3,000,- 
000, the interest upon which will have to be added to the an- 
nual payments to be made under the lease. 

The revenues of all the lines operated by your company in 
1872, between Pittsburgh and Jersey City, and the amounts paid 
for their working expenses, interest on debts and dividends to 
shareholders, are as follows: 





RECEIPTS. 
From the Pennsylvania Railroad and branches......... $22,912,525 27 
From the Philadelphia & Gri» Railroad...... +» 8,980,752 87 
From the United jlrouds of New Jeraey.. . +. 8,266,226 80 
Fron the Belvidere Delaware Railroad, including the 
Flemington Branch.............+.-sseeseseeeee soeee 664.393. 18 
From the Delaware & Raritan Canal........... ....... 1,524,605 24 
From the divideod on stock in the Pennsylvania Com- 
pany from April 1 to October 1, 1872............+++++ 40,000 00 
Us can se0nnscasese ecpeccccece seeeseecceecees + ++ $30,088,503 36 
EXPENSES. 
Of the Pennsylvania Railroad and 
BEMRONES. 0.005 iccccccesccccccc sce: cvecees $13,764,673 09 
Of the Philadelphia & Erie Railroad, in- 
cluding net earnings... .........-++++++ 3.980,752 87 
Of the United Raiiroads of New Jersey.. 6,005,166 78 
Of the Belvidere Delaware Railroad and 
Flemington Branch including net earn- 
BED, oc apseséeosancee cespesgahecs’ 002 cces 64,393 18 
Of the Delaware & Raritan Canal........ 1,016,037 49 
————_——  25.431,023 41 


am profits for the year upon all the lines operated by gist 
SC COMPANY. 020.065 coocscecccccccccscccescccccce eoee 479 95 
From whch deduct dividends declared 4 
in May and November (each 5 per cent), 
with the taxes paid thereon ............ 4,711,497 00 
Interest paid by the company after deduct- ; 
ing interest and divid 424,145 93 





for the lease of the Harrisburg & Lan- 
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I ikkivnn.nk cade nbbaadnadincsae 
Annual payment to the State of Pensylva- 
nia on account of interest and priucipal 
due upon the purchase of the works be 
tween Pittsburgh and Philladelphia..... 
Dividendsand interests paid on a count of 
the United Railroads and Canals of New 
Jersey in 1872 ($3,292.907.34), after de- 
ducting interes's received from invest- 
ments transferred wi h the lease (#171,- 
629.92), showing an outl.y in operating 
them unde: the lease in excess of their 
net receipts of $224,289.24............... 3,121 357 42 


——- 8.962.056 71 
BA OROS. oon cece ec deveccccecseccevececcces sess $2,395,423 24 


This balance represents the net results of the operations of 
our several lines of railway in Pennsylvania and New Jersey 
or the year 1872, and they are thus stated that you may fully 

understand the value of your property, nothing having been 
entered to the expense account except the regular trausporta- 
tion charges agaiust the business of the company. In former 
years the expense account was increased annually by consider- 
able payments that might have been charged to construction 
account, which, had they been divided as profits, would to that 
extent have increased the present indebtedness of the company. 

The Pennsylvania Railroad Company has also a large amount 
of property that is at present practically unproductive, such as 
a controlling interest im 22,194 acres of anthracite coal lands, 
stock 1n the Pennsylvania Canal, and in railroads, the profits 
of which in a short time will add largely to its net revenues, 
but which at present are small, and have been devoted to their 
improvement. h 

tt will be seen from the preceding statement that the surplus 
net profits otf the company in 1872, without including those 
from the sources alluded to, were suflicient to have paid a divi- 
dend at 10 per cent. upon an additional capital stock of nearly 
$24,000,000, and there is every reason to believe from the daily 
indications of the future business of the company, that with- 
out further outlays the profits vf 1873 would be equally satis- 
factory. But as it is the duty as well as the interest of the 
company to meet the legitimate demands of the public for in- 
creased transportation tacilitics, the means necessary for that 
object must be provided. The amount required in 1873 for ad- 
ditional tracks, cquipment, shops, wharves, depots, etc., to 
meet the demands from the increasing tonnage of the company 
and its existing obligations, is estimated at $22,000,000. 

The increase of the tonnage of 1871 over 1870 was 224 per 
cent., and in 1872 over 1871 was 19.3 per cent. upon this in- 
creased amount. This rate could have been further increased 
by the possession of additional rolling stock and better ter- 
minal facilities. ‘ 

The amount of rolling stock, etc., added in 1872, though 
deemed ample to meet the wants of the public, proved inade- 
quate tothat object. A further increase of equipment involves 
aiso large extensions of third track, sidiugs, warehouses and 
all other facilities that a railroad requires, the business of which 
is already crowding all of its departments. To raise the meaus 
desired to provide for this anticipated increase of traffic, your 
directors have concluded that inasmuch as the surplus profits 
of the year were largely in excess of the amount required to 
pay the usual dividend on its existing ip oy the most accept- 
able mode of raising this sum would be by a distribution of an 
additional number uf shares to the extent of 33} per cent. o! 
their present holdings, ratably among ail of the stockholders 
whose names may stand upon the books of the company on the 
first day of Aprii next, one-half to be paid in between the Ist 
and 24th of May, and the remainder (50 per cent.) to be called 
for on sixty days’ notice, in installments not exceeding 25 per 
cent, at any one time. 

The increase of the tonnage of the Pennsylvania Railroad 
was chiefly due to the local traffic of the line. ‘his increase of 
traffic, not however in so great a ratio, will, it is believed, con- 
tinue for some years to come. _ 

To meet these annual requirements for additional funds, 
the directors have thought it best to adopt a revised financial 
pian, aud with that view they have procured an act of the Leg- 
islature authorizing an increase of the capital stock of the 
company 100 per cent., with the privilege of raising by bonds, 
to be secured by mortgage, an equal amount. A certified 
copy of said act is submitted to you with this report for your 
action. 

An application for an act to increase the capital of the com- 
pany and its mortgage indebtedness in 1869 elicited such 
strong objectionsyin consequence of its apparent magnitude, 
from those who could not appreciate the extent and rapidity 
with which the traffic uf the company would increase, that it 
was thought expedient to cut down the amount asked for to 

35,000,000, an amount which has already proved to be wholly 
inadequate to the requirements of the company. It has there- 
fore been thought advisable to discontinue the sale of the pres- 
ent general mortgage bonds at the sum of $20,000,000, and 
provide by an additional general mortgage an amount sufficient 
to meet the future necessities of the company. ‘The basis for 
such a mortgage was increased last year by the issue, at par, of 
$11,982,000 capital stock, which it is now proposed to iurther 
increase by an issue of additional capital, amounting to about 
$18,000,000 ; makivg the basis for the issue of additional bonds 
under the proposed mortgage, $71,000,000; the aggregate 
amount of the preceding mortgages and prior liens being but 
$34,911,300. 

In addition to the value of the railroad and branches, real 
estate aud equipment and franchise as a basis of security, it 
will be recollected that among the persoual property which will 
add still more to the security of such a general mortgage are 
the asscts of the company, composed of the stock and bonds of 
other companies, and amounting at their present cash value to 


396, ” 


460,000 00 





[A long and very interesting account of the origin and work- 
ing of the Union Railroad and Transportation Company, the 
owner of the fast freight line on this road, is given, which we 
will publish hereafter. It announces that the company has 
fulfilled its purpose, and that its business will soon be assumed 
by the ** Pennsylvania Company,” which is to take all the cars 
and other property of the Union Line and pay for it with $3,000,- 
000 of its common stock. ] 


The extent of the Western connections and the rapid increase 
of the local and through tonnage of the Pennsylvania Railroad 
has not only pressed upon your company the necessity of in- 
creasing the facilities of 1ts own line by the laying of additional 
tracks, without which the traflic of the past year could not have 
been accomm dated, but it has also pointed out the necessity 
of an additional line across the mountains that separate the 
waters of the Mississippi Valley from those of the Atlantic, to 
be built especially for freight, and designed for cheap transpot- 
tation at slow rates of speed. 

The route adopted for this purpose has been pointed out in 
previous reports, and the live is now being constructed, with 
the assistance of this company, by the Allegheny Valley Rail- 
road Company, connecting that company’s road, at the mouth 
of Red Bank Creek, with the Philadelphia & Erie Railroad, at a 
point 120 miles west of its castern terminus at Sunbury. 

This line has no gradients against the traffic exceeding a rise 
of three-tenths .in a hundred, or less than 16 feet in a mile on 


straight lines—reduced proportionally upon curves. Its route 


abounds through ite whole extent with cheap fuel, consisting 
of varieties of bituminous coal in unusually 8, em- 
bracing the best coking coals for iron smelting, blacksmith, 


gas coals and cannel coal—the latter being the most access- 
ible, of that variety, to the Eastern, markets, 

_Tuis ‘Low Grade Line” is in rapid progress of construc- 
tion, and will be opened for use this year or early next spring. 
When completed, and its connections made with the Weet, it 
will be possible fur freights to be carried at much cheaper 
rates than bag | can be conveyed by any of the proposed canals 
between the Mississippi Valley and the East. 

_The branches of your railway have not, in the aggregate, 
yielded much, if any, direct profit to this company, but they 
have added materially to the prosperity of the State, and to 
the revenues of the main line. Where built by other com- 
panies, they have been leased to this company, to be operated 
by it at cost, that their proprietors might save the outlay that 
would otherwise be required for rolling stock and other equip- 
ment, etc. 


{The Sunbury & Lewistown line is reported not 
to have earned its working expenses, leaving the 
interest on its bonds unprovided for. New roads to 
ore districts have been opened and promise excel- 
lent results. Needed improvements in facilities for dis- 
tributing freights.in Philadelphia have been made slowly. New 
elevators are needed there for the grain traffic. A connection 
between the road at a pointa few miles east of Pittsburgh 
with the Pittsburgh, Cincinnati & St. Louis road, through the 
new Pittsburgh, Virginia & Charleston, is to be completed this 
year, if practicable. Improvements in Pittsburgh which will 
do away with grade crossings of streets will cost nearly a mil- 
lion. A. delay in completing the Baltimore tunnel is men- 
tioned, and the proposed lease of the Northern Central, in 
which company the Pennsyivania has a controlling interest. ] 


It has been stated, in previous reports, that your company 
had transferred to an organization known as the ‘‘Pennsylvania 
Company” all the leases it had taken of railways west of Pitts- 
burgh, including the Indianspolis & Vincennes, and Jefferson- 
ville, Madison & Indianapolis railways; and the control, through 
a majority of its shares, of the Pittsburgh, Cincinnati & St. 
Louis Railway Company and its lease¢ lines—the Pennsylvania 
Company to meet the conditions of these several leases, and to 
pay the losses sustained in working these lines, or either of 
them. The Cleveland, Mount Vernon & Delaware Railroad and 
the bridge over the Ohio River at. Cincinnati being at the time 
in an unfinished condition, were not includedin this transfer, 
in both of which works this company holds a majority of their 
shares. The Cleveland, Mount Vernon & Delaware Railroad 
will be finished this year, while the bridge over the Ohio has 
been in use for some months. 

The capital of the ‘‘ Pennsylvania Company ” was issued at 
$12,000,000, $8,000,000 of which was to be issued to the Penn- 
sylvania Railroad Company in preferred shares, which amount 
covers the cost of the property transferred, with interest to 
April 1, 1872. Atter that date dividends were to be paid semi- 
annually out of the net earnings. The first dividend of 6 per 
cent. per annum was paid on the 1st of October last, leav- 
ing a considerable surplus to the credit of income account. 
The preferred stock now held by this company will participate 
equally with the common stock in any dividends of income 
above six per cent. The rental and cost of operating all these 
lines, leading from Pittsburgh to the Southwest, including the 
Columbus, Chicago & Indiana Central Railway, have exceeded 
their income, while those leading to the lakes at Chicago (via 
Fort Wayne) at Cleveland and at Erie have yielded a profit 
more than sufficient, after deducting the losses upon the 
— Lines, to justify the payment of the dividend men- 
tioned. ; 

When the cars of the Union Railroad & Transportation Com- 
pany have been transferred to the “ Pennsylvavia Company,” 
the authorized capital ot the latter ($12,000,000) wiil be filled 
up and the profits of the company more than proportionally in- 
creased. 

LMention is made, in conclusion, of the American Steamship 
Company’s vessels, of the loss of two directors by death and 
one by resignation, and of the chief officers in the working of 
the roads under the recent reorganization. ] 








TRAFFIC AND. EARNINGS. 





—The Rockford, Rock Island & St. Louis Railroad Company 
reports its earnings for the month of November, 1872, to have 
been $93,678.82; working expenses, rentals and taxes, $71,- 
874.34; net earnings, $21,804.48. For the 17 months ending 
with November the gross receipts were $1,511,589.46, and the 
net receipts, $355,980.93. 


—The earnings of the St. Louis & Southeastern Railway 
(consolidated) for the first week in March were $25,470.24. 
‘The earvings of the St. Louis Division for the same week were: 
1873, $15,668.44 ; 1872, $10,567.51; increase, $5,100.93, or 48} 
per cent. 


—The earnings of the Erie Railway for the first week in 
March were : 1873, $339,137; 1872, $336,960 ; increase, $2,177, 
or 0}3 per cent. 


—The earnings of the Toledo, Wabash & Western Railway 
for the first week in March were: 1873, $114,921 ; 1872, $107,657; 
increase, $7,264, or 63 per cent. 


—The earnings of the Kansas Pacific Railway for the first 
week in March were: from passengers, $24,061.18; freight, 
$32,479.91 ; mails, $2,055.31 ; total, $58,596.40. Of this amount, 
$2,190.56 was for the transportation of troops, mails and gov- 
ernment freight. 


The earnings of the Central Pacific Railroad for the month 
of February were: 1873, $694,015: 1872, $571,836; 1871, 
$485,490 ; increase, 1873 over 1872, $122,179, or 21} per cent.; 
1878 over 1871, $208,525, or 43 per cent, 


—The earnings of the Grand Trunk Railway for the week 
ending February 22 were: 1873, £33,90U; 1872, £33,300; in- 
crease, £600, or 1} per cent. 


—The earnings of the Great Western Railway of Canada for 
the week ending February 21 were: 1873, £21,885; 1872, £19,446; 
increase, £2,439, or 124 per cent. 


—The following statement of the earnings of the Chicago & 
Northwestern Railway, from June 1 to March 7, nine months 
and one week, has been published : 





Earnings. 1871-2. 1872-3. Increage. 
DINE cv ccccccacsscnce $2 463,66 71 $2,669,728 34 $206 040 63 
ES 879,103 76 6,554,273 56 675,169 80 
| CSAS RES AEAE 179,076 13 183,886 (6 4,809 93 
oo noes owanlonsyeneee 145,496 91 148 : 32 35 2,835 44 
Misceilancous ........... 100,044 17 113, 55 04 13,010 87 

yi ee $8,767,397 68 $9669, 7335 $901,875 67 


The increase in passenger traffic was $?»ver cent., in freight 
114 per cent., and the total increase 104 per cent. 


—The earnings of the Chicago & Northwestern Railway for 
the first week in March were: . 1873, $206,619 ; 1872, $196,785 ; 





inereace, $19,834, or 10} per cent. 


Q©eneral Railroad Mews. 


ELECTIONS AND APPOINTMENTS. 








—At the annual meeting of the Missisquoi Railroad Company 
at St. Albans, Vt., March 6, the old board of directors was re- 
elected, as follows: J. Gregory Smith, H. E. Royce, Silas P, 
cerpenter, Edward A. Smith, Daniel Moren, L. W. Martin, A. 
W. Woodworth, A. O. Brainerd and Bradley Barlow. 

—The board of directors of the Chicago, Millington & West- 
ern Railroad Company has chosen the following officers : 
President, Louis Steward, of Plano; Vice-President, J. W. 
Eddy, of Millington ; Treasurer, Julian 8. Rumsey, of Chicago ; 
Secretary, Geo. N. Jackson, of Chicago; Executive Ccmmittee, 
J. W. Eddy, Chairman; Stephen G. Paddock, of Princeton ; Ju- 
lian 8S. Rumsey ; Finance Committee, Julian 8. Rumsey, Chair- 
man ; James Barton, of Peru ; Lewis Steward. 

—The stockholders of the St. Louis County Railroad Com- 
pany have elected Jonathan Jones, A. H. Shultz, R. Forsyth, 
W. H. Gumersell, J. O. Brodhead, W. D. Clayton and W. 
Marsh Kasson directors. The board of directors elected W. 
Marsh Kasson President, Amos H. Schultz, Vice-President, W. 
H. Maurice, ‘Treasurer, and H. R. Driggs, Acting Secretary. 
—Mr. Petes Sours, of Newark, is Eagineer of the New Bruns- 
wick & Elizabeth Railroad. 


—D. H. Moffatt, Jr., H. A. Gray, W. 8S. Cheeseman, L. H. 
Eicholtz and Henry Crow have been chosen trustees of the Den- 
ver Railway Construction Company. 

—Ata meeting of the stcckholders 6f the State Line & Mis- 
souri River Railroad Company, at Osborne, Mo., March 4, the 
following board of directors was elected : J. D. Wright, E. 8. 
Temple, J. H. Mailory, Chariton, Ia.; C. E. Perkins, Burling- 
ton, Ia.; S. Fitzgerald, Piattsmouth, Neb.; Gen. D. Rennick, 
Pawnee City, Neb.; Horace Fiteh, Eagleville, Mo.; H. M. 
Cuddy, Bethany, Mo.; Joseph Smax, Osborne, Mo. 

—W. T. Weldon has been appointed Secretary and Treasurer 
and J. B. Groome Counsel of the Elkton & Massey's Railroad 
Company. 

—Col. H. D, Cook, of Normal, David A. Brown, of Sangamon 
County, and John M. Pierson, of Alton, have been appointed 
and confirmed Railroad and Warehouse Commissioners, in 
place of Gustavus A. Koerner, resigned, R, P. Morgan, Jr., and 
D. A. Hammond. Col. Cook was an officer of volunteers during 
the war, and for much of the time since has been the State’s 
agent at Washington to settle its claims for payments on ac- 
count of equipping troops, ete. He owns a farm in Woodford 
County. Mr. Brown has been President of the State Agricultu- 
ral Society. Mr. Pierson is a manulacturer of agricultural im- 
plements. So far as appears, not one of these men has any 
knowledge of railroad engineering, transportation, or law, and 
the Commissioners will have more to learn than their prede- 
cessors, one of whom was an excellent lawyer, and another a 
civil engineer who had had experience in working a railroad. 
But in the present temper of the people and the Legislature of 
the State it is doubttul whether the appointment of any one 
who was really familiar with railroad business would have been 
confirmed. 


—Mr. George W. Railton has been appointed Superintendent 
of the Welland Division of the Great Western Railway of 
Canada. 
—Mr. J. C. Sherman is manager of the telegraph department 
of the Great Western Railway, with headquarters at London, 
Ontario. 

—Mr. James M. Foss, Superintendent of Motive Power of tle 
Vermout Central road, will hereafter have charge also of the 
car department, made vacant by the resignation of Mr. Sessions, 
Master Car Builder. Mr. Foss will hereafter be known as 
Superintendent of Motive Power and Cars. 

—Mr. N. L. Davis, Master Mechanic of the Rutland Railroad, 
will hereafter have charge of the car shops and cars also, 


—At the annual meeting of the Paw Paw Railroad Company, 
at Paw Paw, Mich., March 4, the following officers were 
elected : President, Horace S. Ismon; Secretary, Henry Is- 
mon; Treasurer, Horace S. Ismon; Superintendent, Jobn 
Ihhng ; Directors, H.S. Ismon, E. O. Bnggs, G. W Lawton, 
G. BR. ismon, W. D. Thompson, Henry Ismon, Edward Martin. 
The road extends from Lawton, on the Michigan Central, to 
Paw Paw, four miles. 


—At the annual meeting of the Buffalo & Jamestown Railroad 
Company, at Buffalo, N. Y., March 12, the following board of 
directors was elected : Jewett M. Richmond, Abrabam Altman, 
Sherman 8. Jewett, James D. Sawyer, Wm. H. H. Newman, 
James Adams, Daniel C. Beard, Joseph Churchyard, Joseph 
N. Tifft, Absolom Nelson, John Greiner, of Buffalo; Silas 
Vinton, of Cherry Creek; Augustus F. Ailen, of Jamestown. 
The board subsequently re-elected the old officers, az follows : 
President, Jewett M. Richmond ; Vice President, James Adams ; 
‘Treasurer, Abraham Altman ; Secretary, Peter U. Doyle; Chief 
Engineer, Robert F. Ewing. The new members ot the board 
- — 8. 8. Jewett, Sawyer, Newman, Tifft, Greiner, Vinton 
an len, 


—John W. Royer, formerly General Agent of the Philadelphia 
& Reading Railrvad, at Harrisburg, Pa., has been appointed Su- 
perintendent of the Philadelphia & Reading Company's Express 
lines, With office in Philadelphia. ‘ 

—At the annual meeting of the St. Louis, Hannibal & Keokuk 
Railroad Company, at Haunibal, Mu., March 4, the followin, 
board of directors was elected for the ensuing year: W. W. 
Walker, John F. Ely, William Buchanan, George Douglass, of 
Iowa ; 8. R. Woodfvik, D. ‘IT. Waddy, Walton Perkins, of Lincoln 
County, Mo. ; David L. Caldwell, Dr. I. J. Reynolds, ot Pik» 
County, Mo. ; Nathan 8. Dimmitt, J. D. Pitt, N. Elliott, 7. W. 
Barrett, of Ralls County, Mo. 

—The Buffalo Commercial Advertiser is informed that Mr. 
Rumsey, President of the Buffalo, New Yo.k & Philadelphia Rail- 
road Company, desires to retire trom the active management of 
the company and toat the position of Managing Director hae 
been offered to Mr. James Tillinghast, Superintendent of the 
New York Central. Mr. Tillinghast has not yet accepted or de- 
chned the position. 


—Ex-Governor Richard M. Yates, of I'linois, has been ap- 
— by the President a Government Director of the Union 
acific Railroad Company. P 

—Mr. Hamilton A. Hill, Secretary of the Boston Board of 
Trade, has been appoimted Supervisor of the European land 
and emigrant agencies of the Burlington & Missouri River 
Railroad Company, with offices in London. 

—Mr. James Allen, of Burlington, N. J., has been appointed 
State Director in the United New Jersey Railroad & Canal Com- 
pany. 

—The new board of directors of the New Orleans, Mobile & 
Texas Railroad Co. has elected the following officers: George 
Innis, President; Samuel 8. Post, Jr., Vice President ; John J. 
Howell, Secretary and Treasurer. There has been a com- 
plete change in the directory, only one of the old board ( Oakes 
Ames ) retaining his position. ‘che names of the new board 
(given last week ) are: Oakes Ames, George Iunis, Charles J. 
Usborn, Samuel 8. Post Jr., 8. Foster Dewey, John J. Howell 
and Erastus Young. 


—At the annual ponting of the board of directors of the 





Northern Pacific Railroad pany in New York, March 12, the 
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Sieatng beeed of directors was elected: William G. “Fargo, 
Buffalo, N. Y.; George W. Cass, Pittsburgh, Pa.; Richard D. 
Rice, Augusta, Me.; Frederick Bilne, oodstock, Vt.; J. 
Gregory Smith, St. Albans, Vt.; William Wiodom, Winona, 
Minn.; B. P. Cheney, Boston, Mass.; William B. Ogden, James 
Stinson, Chicago, Ill.; Charles B. Wright, W. G. Moorhead, 
Philadelphia, Pa.; A. H. Barney, Albert A. Catlin, New York. 
Messrs Barney and Catlin are new directors, taking the place 
ro a Felton, of Philadelphia, and 'T. H. Canfield, of Burling- 

n, Vt. 

The board of directors eapooquentiy, elected the following 
officers: Geo. W. Cass, President; C. B. Wright, Vice-Presi- 
dent; R. D. Rice, Resident Vice-President.on the Pacific coast ; 
A. L. Pritchard, Treasurer, and Samuel Wilkeson, Secretary. 

—Ata meeting of the Directors of the Keukuk & Kansas 
City Railroad Company, held at St. Louis, March 10, Hon. 8. H. 
Melvin, of Springfield, Ill., was elected President of the Com- 
pany, in place of James W. Lewis, resigned. 











PERSONAL. 


—The employees of the car shop of the Vermont Central 
Railroad at St. Albans, Vt., recently presented Mr. Milton Ses- 
siuns, who has just resigned his position as Master Car Builder 
to accept the general management of the Taunton Car Com- 
pany, with a valuable clock and a handsome sealring. Mr. 
8S ssions’ wife and daughter were also presented with rings. 

—Mr. O. Beardslee, late Superintendent of the Madieon Di- 
vision of the Chicago & Northwestern, has taken charge of 
tue new hotel and eating-house at Elroy, Wis., the junction of 
the Chicago & Northwestern and West Wisconsin roads. 

—Mr. L. J. Fleming has resigned his position as Chief En- 
gineer and General Superintendent ot the Mobile & Ohio Rail- 
road, a position he has held for a great many years. 








CHICAGO RAILROAD NEWS. 


Chicago & Pacific. 


This company resumed last week the work of tracklaying, 
and will very soon have the road completed to Elgin. 
Ohicago & Northwestern. 

This company is actively engaged in the work of building on 
on the ground recently purchased just west of Central Park. 
It is now engaged in excavating for the foundation for the new 
round-house, and a large amount of material has already been 
deposited on the ground for building purposes. The company 
is going to push Seward the work of building this season as 
fast as possible, and it is expected that the end of the summer 
will see the beginning of an important and populous suburb of 
the city. 

Qhicago, Danville & Vincennes. 

This company has secured the ground bounded by Ann, 
Cartis and Carroll streets, upon which to erect a fine freight 
house of large dimensions. The plans of the building are being 
formed, and the work will be begun within a few weeks. A 
new elevator, which has becn completed on the tracks of this 
road, whose capacity is 100,000 bushels, has already acquired a 
business equal to its full capacity. 


Pittsburgh, Oinc'nnatti & St. Louis. 

‘This company has just completed the purchase of half a block 
of ground immediately and directly east of the land granted by 
the Chicago, Danville & Vincennes Company, on which the 
company will erect a large freight house this season. 








ANNUAL. REPORTS. 


Fitchburg. 

This road extends from Boston to Fitchburg, 50.68 miles, and 
the company operates the Watertown Branch, 6.60 miles; the 
Lancaster & Sterling Branch, 12.42 miles, and the Peterboro & 
Shirley Railroad, 23.62 miles, making a total of 93.32 miles of 
road operated. 


The operations for the year ending September 30, 1872, were 
as follows : 





PI vac “s0edekd0sas scngsshvowsededenriadcdes $521,420 28 
NT 54 t0b-0400'' 500n esate Jaume sobandscoteccbaeee 769,936 20 
DEED ci5 is sivecdtcesévedding stones baclbepstubusades 31,3 1 78 
ME tants Sbind ciidedecbidbesdeksktutsbeouses neakeoseante 9,391 65 
DUNNO a dh. c's nad cassis hn dok 40d ooerbeenendssbaensemne does 15 978 01 
PE cade 0n4-00nt00 60s ncbeved sbaseneesetaanmbenne 261 43 
Ws snd ncncctedacavesesssseeses sbbassiene binene $1,350,289 35 
Expenditures tor— 
Maintenaace of way, including repairs of 
bridges, and buildings, new iron, etc.... $332,484 
R-pairs of locomotives.............-.- haben TOL 15 
AORDERNS OT GREG... cevcedcctccesseecccccccn (2,474 69 
Pe I MID ces conscecccadeccekessoneh 257 
Mc chitadpaon snap dens abastenecieccens 273,031 77 
Removing ice and snow................... 2.232 
Gratuities and damages...... .......ee0e0+ 2i,247 50 
Taxes, insurance, Ct6..........0esceccccece 88,494 53 
General salaries and office expenses....... 380 37 
$1,026,354 47 
ee ET 09) oa s0asasbesoecen cas cee dan $323,934 88 


The gross earnings show an increase of $22,948.19, or 1} per 
cent., over the previous year, and the net earnings an increase 
of $7,196.94, or 2} per cent. The expenses were 76 per cent. of 
the ences earnings, and the latter were at the rate of $14,472 

er mile. " 

: During the year passenger trains ran 374,719 miles; freight 
trains, 335,046 miles, and other trains, 6,481 mules, a total of 
716,246 miles. The trains carried 1,869,427 passengers, equal 
to 24,341,123 carried one mile, and 740,123 tons of freight, equal 
to 19,678,511 tons carried one mile. 

Reductions were made in the local freight and passenger 
taviffs in the latter part of 1871, but there has been an increase 
in receipts from local business of over $31,000. 

The insurance on the freight station and contents, destroyed by 
fire in October, 1871, is still in litigation. A new freight house 
1,000 feet long has been constructed in Boston, and a street 50 
feet wide and about 1,500 feet long opened and paved by the 
company, to give more direct access to this freight house. A 
considerabie addition has also been made to the wharves. 


Detroit & Milwaukee. 

This road extends from Detroit, Mich., in a general north- 
westerly direction to Grand Haven, 189 miles. 7 

The earnings of the road for tle year 1872, excluding re- 
Giets from the steamboat line on Lake Michigan, were as fol- 
OWS : 
FE 
F 







$528,175 60 


430.017 61 
Mais and sundries.... 42,527 
Rents 
ETRE METRE RT ee $1 381,602 84 
Operating expenses, including taxes and insurance..... 939,447 78 
MIN GRNNNRL cisiss co <iccvesgcdeonssdicabensscanin $142,155 06 


As oy ype with 1871, the gross earnings show a decrease of 
$107,191.44, or 7] per cent., and. the net earnings a decrease of 


$16,287.36, or 13 percent. The decrease in earnings is at- 
tributed to the late opening of navigation on Lake Michigan, 
the smaller grain crop, the severe droughtin the fall of 
1871, which prevented the bringing forward of lumber and 
lastly to the opening of competing lines. The expenses were 
68 per cent. of the gross earnings, and the earnings were at 
the rate of $7,309 per mile. During the year passenger trains 
ran 319,912 and freight trains 319,129 miles, carrying 438,074 
paseengers, and 330,559 tons of freight. The decrease in pas- 
seuger receipts was about 5 percent., and there was an increase 
of 31 per cent. in through freights, the decrease in earnings 
being almost entirely in way freights. 
The capital accofnt has been increased by $89,051.28, of 
which $55,207.81 was for lands, bridges and permanent way and 
the remainder for shops, tools, station buildings, etc., including 
$10,793.02 on account of new car shop at Detroit. During the 
resent year another steamer is to be put on the line between 
Grand aven and Milwaukee. : 
During the year 2,578 tons of new rails and 74,000 new ties 
have been put in the track. Contracts have been made for 
5.000 tons of new rails to be delivered during the present year. 
The engineer recommends the renewal of the track with steel 
rails. 
The equipment consists of 34 locomotives, 30 passenger, 20 
baggage and way, 7 emigrant, 326 box and stock, 175 flat and 
oue auxiliary car. 


Rutland. 


The annual report of this company relates mainly to its finan- 
cial affairs, the road being leased and operated by the Vermont 
Central managers. The gross earnings of the road for the 
year ending October 31, 1872, were $980,544.25, or at the rate of 
$4,103 per mile. The annual rent, which is 43 per cent. of the 
gross earning, amounted to $424,740. 

The receipts and disbursements for the year were as follows : 







Notes paid x 
Interest ....... 





Salaries, etc.... = 17,380 29 
Losses and dumages settled .. ....... ... 11,978 79—$1,151,997 09 
Balance......... Sieh sctdapes> seh greenies eons 31,114 22 


It is believed that the assets, when converted, will pay in full 
the outstanding bills payable, the $32,300 old Rutland & Bur- 
lington bonds, the dividend scrip (including that issued for 
dividend due February 1, 1873), and every known liability of 
the corporation. 

The report further says : 

* The $1,500,000 new tirst-mortgage bonds, issued unde: date 
of November 1, 1872, payable in thirty years, have been offvred 
to stockholders and the public, and have resulted thus far in a 
sale of $701,000 at par and accrued interest. This result may 
be considered favorable, under all the existing circumstances. 
For these bo ds we have now subscriptions for an additional 
amount of $300,000, leaving $500,000 to be sold. The dividend 
scrip outstanding, including dividend number eleven, due 1st 
proximo, will absorb $240,000, leaving only about $260,000. 

“If some action can be had which would result in selling the 
remaining bonds, the income under the lease can be applied to 
the permmens of cash dividends on the preferred stock, which 
would doubtless be quite satisfactory. 

**Dividends numbers nine and ten on the preferred stock 
have been paid in scrip. There is now on hand scrip due for div- 
idends that have not been receipted, amounting to $16,824.50. 
This sum is due 53 stockholders for dividend number nine, and 
110 for number ten, the aggregate number of preferred stock- 
holders being 893.” 








THE SCRAP HEAP. 





Smith’s Vacuum Brake. 


Areporter of the Hartford Daily Times thus describes this 
invention, which isin use on the road between that city and 
New Haven : 

‘The apparatus is simply an air-ejector placed in the cab of 
the lacomiotive, which is connected by pipes and hose to a flex 
ible air-chamber, similar in construction to an accordion ; and 
this is connected to the brake-rod underneath each car. The 
eugineer, by opening a steam valve, produces a vacuum in the 
ejector, causing the expulsion of air from the flexible air-cham- 
ber, bringing the heads of the air-chamber together, which 
movement contracts or shortens the brake-rod, and applies the 
brake. The moment tke engineer coe the air-vaive the 
pressure is instantaneously relieved. The pressure is applied 
externally and gradually, and is applied to the rear car first. 
This obviates the breaking of couplings and hose ; and the jerk- 
ing, uupleasant motion of the cars that accompanies the usual 
method of applying the brakes is done away with. Another ad- 
vantage is, that when the vacuum is produced it draws the hose 
— and joints together; while other power brakes, oper- 
ated by inward pressure, strain and open the couplings and 
joints.” 


Westinghouse Brake on Driving Wheels. 

Commenting on an accident in which the locomotive broke 
loose from thecars after the brakes were pnt on, the Pittsburgh 
Commercial says : 

**The great importance of applying the brakes to drivers, as 
well as to the cars, has been forcibly demonstrated in the Mit- 
flin accident. Ina train of several cars, each car has its pro- 
portion of the weight of the locomotive to overcome. This 
weight is (independent of the tender, which has its own brake, ) 
about thirty-five tons, making a weight of about six tons to be 
overcome by each car, besides its own weight. ‘This strain is 
not equally exerted between each car, but is, of course, the full 
amount between the locomotive and tender, and six tons less to 
the coupling of the next car, and so on. 

‘*Tf there was a sudden jerk, it eould not have been given by 
the brake, or by reversing the engine. In either of these cases 
the train would be closed instead of stretched apart. 

‘“* There are instances on record of cases where the reverse 
lever of the locomotive has slipped forward, of its own motion, 
after having been reversed, and would make a tremendous 
jerk, sufficient to break any coupling. The fact of this im- 
mense strain being applied to the couplings would at first seem 
to have caused them to break, but it is well known that the 
strength of the couplings is sufficient to stand several times 
the amount of strain that would result from the application of 
the brakes. 

“If the engine had been reversed, the strain would have 
been almost nothing upon the various couplings, as the loco- 
motive would have taken care of fully one-half of its own 
weight. Ifthe air brakes were 7s to the driving-wheels 
of the locomotives, as well as to the other wheels in a train, 
there would be no strain upon aay of the couplings, while 
eo A efficiency of the brake would be incre to a great 
extent. ‘ 

*-The Pennsylvania Railroad has applied the air brake to the 
drivers of several of their shifting engines, and it is found to 
be at least twice as efficient in stopping trains as engines are 
when reversed. ‘ 





$123,478.80, or 21§ per cent. The expenses show an increase of 


DNS OE BOM. ...cc cong sccecccscang, one 000:9608000000086 $424.740 00 |. 
Rent Of Steamer . ow. ccc scccccccsiveccepcccccees 10,000 00 
IG OIE ono 2.0000.0550.0000 c0n0nseorces evecsaese 10,000 00 
First-mortzage bonds #0ld ..........cseeeceececesses 71,000 00 
Addison Railroad account .........0-...ceeeeree eeee 87.371 31 

SD II ass cdbacccnnscecaesccenssnneances $1,183,111 31 
Dividends, less scrip outstanding .. -$191,674 00 


should be put on the locomotive, and thus prevent all strains 
on car couplings, as well as provide against the locomotive 
ay | loose and running into the train ahead. 

“In the Mifflin case, atter the couplings were broken, the 
engine would lose part of the helpof the cars, and so would 
apparcntly shoot forward and run into the train ahead; but 
in reality the train, after being relieved of the weight ot the 
engine, would stop sooner than it otherwise would have done.” 
Sunday Trains. 

A member of the Michigan Legislature wary | asked if it 
would not be possible to suspend labor of every kind on rail- 
roads on Sundays, Mr. James F. Joy repiied, “ that it could not 
be done. On the roads that run north and south there was no 
competition and they might cease work. Formerly they did 
not use to run Sunday trains on the Michigan Central. But 
there are numbers of persons in Chicago and every large cit 
who desire to start Saturday night for New Yerk and they wi 
do so if there is a way to get there. The Pennsylvania Central’ 
first put on Sunday trains and the consequence was they took 
away every passenger, and the cars that left ~ryay morning 
were empty. When the Pennsylvania Central put on those trains 
we earnestly remonstrated, but they paid no heed toit, aud swept 
our business. Then the Michigan Central and the Michigan 
Southern were comp. lied to run trainsin like manner, It was 
the community that insisted on it. Take a person, for instance. 
who left San Francisco for the East on Wednesday; you could 
no more hold him still in the middle of the plains on Sunday 
than you could the steamship in the middie of the Atlantic that 
left New York a day or two before Sunday. 


Premiums for Good Track on the Philadelphia & Erie. 
The Union (Pa.) Times says: *‘The managers of the Phila- 
delphia & Erie railroad last fall offered as a prize the sum of 
$75 to the foreman who could show the greatest improvement 
in the condition of the track during the following six weeks. 
Not only the line and surface was to be considered, but also the 
cleaning of the ditches, the condition of the road crossings, 
switches and the appearance of the road generally. Last week 
General Superintendent Reynolds, Assistant Superintendent 
Elley and Supervisor James Riley awarded the prize to Thom- 
as Maloney, of Union City. There were eight ioremen striv- 
ing for the prize, some of whom have spent years in that posi- 
tion.” 








OLD AND NEW ROADS. 


[Continued from page 117.) 

Railroad Legislation in Missouri. 

The Merchants’ Exchange in St. Louis has passed resolutions 
condemning the bill to regulate rates of fare and freight, now 
before the Missouri Legislature. The resolutions deciare that 
additional legislation is not needed, that it is against sound 
policy, and calculated to work injury to the interests of the 
people of the State. Acommittee of five was also appointed 
to present this statement of the case to the Legislature. 


St. Louis, Kansns Oity & Northern. 

A partiae strike of the enginemen on this road took place 
March 15th, owing, it is reported, toa refusal of the demand 
on the part of the members of the Brotherhood of Locomotive 
Engineers that Charles Chapin, not a member of the Brother- 
hood, and who bad been given an engine, should be discharged. 
Superintendent Van Horn ordered that all the strikers should 
be discharged, and their places filled by men not belonging to 
the Brotherhood. Serious trouble is feared on the road. 


Lake Shore & Michigan Southern. 

The station at the juuction of the Chicago & Canada Southern 
heretofore known as Canada Southern, has been made aregular 
freight and ticket station, and wiil hereafter be known as Bliss- 
field Junction. 


St. Louis & Iron Mountain. 

This company has presented a claim for a balance due from 
the State of Missouri. By acts passed in 1868, the unpaid bal- 
ance due for the purchase of the St. Louis & Iron Mountain 
and Cairo & Fulton roads was appropriated for the construc- 
tion of a road from Pilot Knob to the Arkansas State line at 
the rate of $15,000 for each mile Of road, until the amount was 
exhausted. The amount then due was named in the bill as 
$664,300, but it is claamed that this was an error, and that the 
amount should have been $674,300. Subsequently the St. Louis 
& Iron Mouutain Company paid into the State Treasury the 
sum of $40,458, being one year’s interest on $674,300, the 
amount then due. The company now claims that it has con- 
structed more than enough road to absorb the whole sum of 
$674,300 and accrued interest, under the act of 1863, and claims 
that the sum of $40,458, paid as interest, should be returned to 
the company by the State. 


Bellows’ Falls & Grafton.’ 


Books have been opened for subscriptions to the stock of 
this company, wh: sc road will extend from Bellows’ Falls, Vt., 
west about ten miles to Grafton. 


Uxbridge & Northborough. 
A,railroad is proposed, to run from Uxbridge, Mass., on the 

Providence & Worcester road, north about eighteen miles to 

Northborough, on the Boston, Clinton & Fitchburg. 

White Mountains. 

At a special meeting of the stockholders of this company, 
held at Concord, N, H., March 14, it was voted to accept the 
proposition of the Boston, Concord & Montreal Compauy for a 
union of the two companies. The road is now leased and op- 
erated by the Boston, Concord & Montreal Company. 


Connecticut & Passumpsic Rivers. 

At aspecial meeting of the stockholders, held at White River 
Junction, Vt., March 14, it was voted to take up all the notes 
tnd bonds now in existence and issue $1,500,000 first mortgage 
bonds, bearing 7 per cont. interest, to bear date April, 1873, 
payable 1896. The road is about 110 miles long, which would 
make this new issue of bonds at the rate of $13.636 per mile. 
The ~ earnings of the road last year were $308,000, or $2,800 
per mile, 


Shepaug Valley. 
This company has failed to pay the State tax, and the road 
has been seized by the State Treasurer. The road extends 


from Litchfield to Hawleyville, Conn., 32 miles, and its business 
is very light, the road not paying expenses. 


Boston & Maine. 


A dispatch from Portland, Me., dated March 17, states that 
the first passenger train passed over the Portland Extension on 
that day. The train was run up to the intersection of the 
Maine Central in Portland, where the Boston & Maine Com- 
pany has built a depot, but the Maine Central refused to stop 
their trains there or to receive the passengers and baggage 
from the Boston. & Maine at that point. An advertisement 
from the Maine Central announces that that company will re- 
ceive no passengers except at its present depot, and it will not 
receive any tickets sold by the Boston & Maine Company. The 
matter is to be carried before the courts at once. 


Boston, Hartford & Erie. 


Judge Shepley, in the United States Circuit Court, at Boston, 
Maich 19, relused to grant the injunction asked by the Erie 





“Tt seems common sense would ‘suggest that eflicient brakes 
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mortgage from foreclosing and forming a new corporation. 
Though assuming full jurisdiction, under the bankrupt law, he 
declined to interfere with the decisions of State courts as to 
underlying mortgages and would not interfere with the opera- 
tion of the trust until the question of the status of general 
creditors had been established and power of sale given by the 
District Court acting concurrently. 

This decision insures the transfer of the property to the 
bondholders under the Berdell mortgage. 

New Jersey Railway. 

The bill tor the incorporation of this company, which pur- 
posed to construct a ral in the interest of the Pennsyl- 
vania Railroad Company on a line identical with that of the 
defeated National Company, having passed the Senate came to 
a vote in the lower house of the New Jersey Legislature, and 
was defeated by a vote of 32 to 26, on the 19th. 

Allegheny Oar & Transportation Oompany. 

Tess is the title of a corporation which has been organized 
under a charter which authorizes it to build, equip, rent or 
contract for cars or other railroad vehicles, and to sell, use or 
rent the same to any person or corporation, or to transport 
freight. Thus the company possesses the franchises of a car 
manufacturing company, a rolling stock company, with privi- 
lege to rent its cars to railroad or transportation companies 
and individuals, and a a eee company or freight line. 
The capital stock is $100,000, which may be increased to $500,- 
000. ut $80,000 has been already subscribed, and three 
acres of ground has been ased in Wilkinsburg, Pa., as a 
site for the car works. The erection of buildings will be com 
menced when the season opens, and the entire establishment 
completed at an early day. 


Portland & Bath. 

It is said that the Maine Central Company has secured the 
control of this newly-organized company. If this is true, it is 
most probable that the road will not be built, as it would come 
in direct competition with the Maine Central’s line between the 
two towns. ' 


Iron Valley & Pennsylvania Line. 

Surveys are-to be made for this road, which is to extend from 
the Baltimore & Ohio, 12 miles west of Grafton, W. Va., north 
through Kingwood to the eyo Line, whence it will be 
continued to Falls City, on the regen ae Washington & 
Baltimore. The: whole length of the r will be about 50 
miles, and it will pass through a rich mineral country. 


Gordonsville & Chester Gap. OO 

A bill recently passed i i ure requires 
that this road A | mein within three years and completed 
within six. The road is to extend from Gordonsville, Va., 
northwest to Front Royal, about 55 miles. 


Pennsylvania. / 

Work on the tunnel through Miller’s Hill, at Port Perry, 12 
miles east of Pittsburgh, by which connection will be made 
with the Pittsburgh, Virginia & Charleston road, has been com- 
menced. It is expected that the work can be carried on with- 
out suspension until the tunnel is completed, and tigit it will 
occupy & little over a year. 


Brinton’s & Brownsville. 

A road is proposed, to leave the Pennsylvania Railroad at 
Brinton’s 12 miles east of Pittsburgh, and cross the Youghio- 
gheny at esonepens, paating down the east side of the Mo- 
nongahela to Brownsville, on the Pittsburgh, Virginia & Charles- 
ton. The road would be about 36 miles long. 


Pennsylvania—New York Division. 

A large force of men has been put on the new shops west of 
the Hackensack River, and the work is progressing rapidly. 
The work has been much delayed by the severity of the winter. 


Marquette, Houghton & Ontonagon. 

Surveys are being made for a brauch line from Spurr Moun- 
tain around the west end of Lake Michigammi to the Republic 
Mine. 


Milwaukee, Lake Shore & Western. 

A petition in bankruptcy has been filed against this company 
in Milwaukee. It is alleged by the petitioner that in January 
last the company paid several persons for right of way in 
Ozaukee County, and thus gave preference to those parties in 
violation of the bankrupt law. It 18 also alleged that in Decem- 
ber last the company paid moneys to the President and Super- 
intendent of the road in violation of law. 


Milwaukee & Northern. 

This company has contracted with the Milwaukee Iron Com- 
pany for 2,500 tons of rails, to be delivered in April and May. 
This is sufficient to complete the road from Menasha Junction 
to Green Bay. Tracklaying will begin as s,on as the weather 
permits. 


Newport & Cincinnati Railroad Bridge Company. 

This company has brought suit against the United States, in 
the District Court at Cincinnati, for $557,000, alleged damages 
incurred in consequence of alterations required in the construc- 
tion of the bridge as to the height and width of the channel 
span. The assent of the United States to build this bridge 
was given March 3, 1869. The congressional legislation requir- 
ing a change on which the claim is based was section 5 of the 
bill for an appropriation for the post-office department for the 
year ending June 30, 1872, and approved March 3, 1871. The 
same act provides that parties injured thereby may seek re- 
dress in the United States courts. 


Syracuse & Ohenango Valley. 

At a special meeting of the stockholders of this meee held 
at Syracuse, N. Y., March 6, the board of directors submitted a 
report showing the whole cost of the road, including super- 
structure, rolling stock, right of way, engineering, etc., includ- 
ing connections with the New York Central, to be $2,014,500. 
That mortgage bonds to the amount of $900,000 had been issued, 
of which $750,000 bad been negotiated. Tue floating debt ( in- 
cluding in the cost ol the road as above stated,) was $250,000. 
To meet this debt the company had on hand $150,000 of second- 
mortgage bonds and $200,000 of th.rd-mortgage bonds. The 
report states the gross earnings of the road from the opening to 
date to be $142,000. A committee of ten was appointed to ob- 
tain sul scriptions to the bonds undisposed of. 

The road, which is to form the western end of the New York, 
Kingston & Syracuse, 1s now in operation from Syracuse south- 
west to Earlville, 27 miles. 


Utica, Clinton & Binghamton. 

This company recently offered to sell the town of Kirkland, 
N. ¥., which already owns 12,000 shares of stock, an additional 
12,000 shares for $18,000, the money to be applied to the liqui- 
dation of the floating debt of the road from Clinton to Utica. 
At a special town meeting, held March 11, the town voted 
against purchasing any more stock. 


Queenston Suspension Bridge. 

The Hamilton (Ontario) Spectator says: ‘‘A meeting of the 
shareholders of the Queenston Suspension Bridge Company 
was held on Saturday last at the new office of the company in 
this city. Fully two-thirds of the old stock of > company was 
represented.  stock-books are to be opened on the 17th of 
April next, after the proper notices have been given at Queens- 
ton, St. Catherines and Hamilton, The capital stock of the 
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Mileage. | Increase. Earnings. | oar —_ 
Name or Roap. ine, | Doo. (oat 
1878. | 1672. | Miles.| P.c. | 1978. 1872. 1878. |1872, 
a 
pee atime areas aed ere eee 
Atlantic & Great Western 539 506 $3 | 6% $360,754 24.210 | $36,544)........ 1134! $669) $641 
Atlantic & Pacific............-.. 828 al eee Bed 87.619 aryrs oT Beeeoee 2574) 363 218 
Burlington, Cedar Rapids & Minnesota..... 334 261 73 | 28 78.346 64,476 2134) 235) 247 
CIR: «adv ahtansnisescucatebsgeas 4453} 1290] 163 123% 614,015 571,836 219% 478) 443 
CN II. oinnnaknnns cepsd sian csbisess 649 599 50 83 402 477 329.171 2244; 620) 50 
Caicago, Danville & Vincennes............. 132 RSE | FERS: 49,108 40,762 2036| 372) 309 
Cleveland, Columbus, Cin. & Indianapolis 470 390 8: | 20 408.849 820 022 r 8:0! 821 
Ma =05 sabathes'as. cps sscctacacubetbecass. 9 15 13% 1,329 422 1294 056 | 234/1,369)1 384 
Lilinois Central. ......2.02.. III RAO} 2:00 |........|..ccccee 562.949 | °531,427 5%! ‘S0r| 479 
OS eens 672 4 RSet Bes 1 4 786 191.738 ! 2m0| 285 
Lake Snore & Michigan Sou / 1,138; 997/ 186 | 1354 1,549.2°5 | 1,294,710 195g|1,367|1 299 
Michigan Central....... ae sek Mee <BMB leisssaadl Sane 542.008 484,022 | 12 | %r| 67 
Milwaukee & St. Paul 1,121 | 1,018 103 | 10% 423,716 £87,565 | 36| 378) 381 
Missouri, Kansas & ‘Texas... ‘is t4l | 47%6 | 163 | 8436 213,000 | 91,138 | 18:34) 340) 141 
Marietta & Cincinnati... ....: =e me lac g gS tare | 162585 | 142.403. | 1436) 572) 501 
Ohio & Miseissippi,......0.....00000000000. ee Brine | 2868058 | 235980 | 2136| 730) 600 
Pacific, ot MT aie ccecsccccupoctdcs Br 471 $55 | lh6é 32% | 261,346 237,778 9%| 555) 670 
St. Louis, Alton & Terre Haute, MainLine.| 66) 26)........|....-.. | 321868 | 104.488 | | 1656] 458) 398 
St. Louis & Southeastern (St. Louis Div.).. BOR) PMN fos ss doce lbeeences 57,116 87514 ‘ 5214) 281) 185 
Toledo, Wabash & Westerm..............4.. OS) WOR) <.ccci|s..c0nce | 4055110 431.949 |.... 6%| 645) 688 
St. Louis, Kansas City & Northern......... 5e3 DM fscds cscs iceccces | 220,619 211,057 | 562 436) 378) 362 
ey a | ‘ nteiteeintnatiiill } eae 
OE cs. ek india saeses meno easancesy 13,095 | 12,161 | 984 1% | 7,396,352 | $1.047 270 889 ..... 643} 608 
AE TRAPMEID: dn snnssarsinahepndcccceh, cosekes bekeioun Peat) <i am at poaal ‘oa aat poten 13%] . Jones 
RAILROAD EARNINGS, TWO MONTHS ENDING FEBRUARY 28. 
| : | 
| Mileage. Increase. | Earnings, | Earnings per Mile. 
| 
Name or Roap. | In 5 ney Fete | . 
1873. | 1872. | Miles|P.c.| 1873. 1872, 1873, |1872. | Inc.| Dee. |P.c. 
} 
a a eS Pe ae Pee 
Atlantic & Great Weatern..... . 589} 506) 33) 6% 735,472! 97.055 WB AIG 5.5.5. 0005 | 536| $1,365/$1,378! ¢...|...$13) 1 
Atlantic & Pacific ......... : 328 Re Nia earl $697.05 oes Pakictebouii 16 § Boal 459 $ 53 = 16 
Burlington, Cedar Rap & Minn. 334 261 73:28 | 139.709} 129.795} er i 418} 497]... 29) 16 
Central Pacific ..... spenecénne 1,453) 1290| 163,1284) 1,546,875) 1.164059 382,816)... 1... 827| 1065! 902)" 143]...... 1836 
Chicago & Alton..... AST ERERS 649} 599] 50, 834) 155,045 700,878 RSs $4) 1,168] 1,170]... 7|205g 
Chicago, Danville & Vincennes 132 ae | oof 96.622 77 T54) eae 24% 7 2| 589] 143]...... 4 
Cleveland,Col., Cin. & Indianap 470} 80 20 | — 767.462 .8F3} 106.649] .......... 1636| 1,633] 1.694)... 61! 356 
og ae ay 971) 956) = 15) 196, 2,646,253) 2627366! 18 887.|..........| 034| 2.723] 2.7 8].... |....251 0% 
Illinois Central.... -+| 1,109) 1,109],..,.. leeee{ 1.148.448] 1,169, 57}.......... ' 25.609, 235’ 1,081 1.154222. | 122193! 236 
Kaneas Pacific ...............- = =a | 315.853 381.944) ........... | 35.991! 934! “Bra| “Foal... |. 54] 936 
Lake Shore & Mich. Southern. | 1,128) 99%! 131/133! 2.961.653] 2,570.860| '390,793|.....-.-.. | 1534) 2.625) 2,879) 4¢]....:.] 184 
Michigun Central.............. Tr) Gey. bes | 1,017,905 989.6 8 ee | Oe or 1,424) 1884) 4t]...... 12% 
Milwaukee & St. Paul.......... 1,121} 1,018} 1(3/1034) 758 431 is pad Tee 90 12U) 105g 677| 834)... 157 |8&% 
Missouri, Kansas & Texas..... 641 476) 165 3439) 418 639 172,437) 246,202) ..... .... |14234\ 653; 362) 29 |...... 103g 
Marietta & Cincinnati...... .. 284 ny ee Pies 332.60- 29 1,985) 37,623) .......... 1234] 1,171) 1,089] 13] ..... 1:% 
Ohio & Mississippi.... ...... 393 | | ee ae 564.581 004 | B5,5T7| 22... .00. 10%! 1,436) 1,295) 14] :.... 20% 
Pacific, of Missouri........... 47 b ls 115.3234} 489.243 484,608) MUG ive nce ot 0}%) 1,039) 1,365)... . 826) 4 
St. Louis, Alton & Terre Haut: 286 oe 227,793 224.302| 3,491 ....| el 856). 84) BI .... 1136 
St. Louis, Kan City & Northern 583} 583]... oe 410 168 ee 29.71$| 634| 704) 25a]... Bll 634 
Toledo, Wabash & Western.... €2< __. a Se 775,406 871,729) ......- H 96 32!) 134) 1,235) 1,388)... 153) 113g 
i cnak is ccedaases 12,887} 11,958] 929) 734) $16,307,138 54 730! 20,371! $277,76| 73 3 ; 
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company is to be increased to $750,000. Bonds of the compary, 
to a limited amount, are also authorized to be issued. Survey- 
ors are now at work at Queenston making the necessary sur- 
veys and plans of the grounds of the company.” 


New York, Bay Ridge & Hempstead. 

Work is now going on on the eastern end of this road be- 
tween Bay Ridge, L. I., and the crossing of the South Side road 
at Valley Stream, and the company expects to have the road 
completed by October next. The company has purchased the 
Bergen Farm at Bay Ridge, thereby securing a valuable water- 
frout and ferry privilege. Itis said that arrangements have 
have been made with the South Side Company, by which the 
trains of the Bay Ridge road can be run over the South Side 
track to Woodhaven and East New York. 


Denver Railway Construction Company. 

Acompany by this name has been organized at Denver, Col. 
with a capital of $100,000, for the purpose of building and 
equipping railroad and telegraph lines and doing a general bus- 
iness as railroad contractors. 


Portland & Ogdensburg. 


The time for locating, building and completing this railroad 
has been extended to December 31, 1875, by the Maine Legisla- 
ture. 


Maine Oentral. 


It is reported that during the two last snow-storms the loco- 
motives of this company suffered damages which it will cost 
$35,000 to make good. 


Oumberland & Ohio. . 


This company has concluded acontract with capitalists rep- 
resented by Mallory & Co., of Iowa, which, it is said, will insure 
the speedy construction of the road. The new contractors un- 
dertake to build and equip the line from Campbellsburg, Ky., 
to Nashville, Tenn., about 200 miles, and have it running in 
two years from the date of contract. The price paid is to be 
$50,000 per mile, $12,000 in stock of the company, $25,000 in its 
first mortgage bonds, and $13,000 in county bonds at par. 

The contractors become the lessees of the road for a term of 
twenty-five years from its completion, and guarantee to the 
stockholders the payment of the interest on the bonds and on 
the stock, dividends as follows: two per cent. the sixth year, 
four per cent. the seventh year, five per cent. the eighth year, 
and six per cent. the ninth and each succeeding year until the 
expiration of the lease. At the expiration of the twenty-five 
years the road and its equipments are to be surrendered to the 
company—it being agreed that the road at the date of the sur- 
render shall bs in thorough repair, and that its equipment 
shall be ample and complete as a first-class road. 

It is stated that the contractors have purchased the contract 
from Myer & Hay, contractors for building the road from Camp- 
a ans to Greensburg. 

It is also contemplated to build an extension from Campbells- 
burg (which is on the Louisville, Cincionati & Lexington, 69 
miles from Cincinnati) to the Ohio River opposite Madison, 
Ind., there connecting with the Jeffersonville, Madison & In- 
dianapolis road. 


Whitehall & Plattsburg. 


Ata recent meeting of the stockholders of this compan 
lans were presented for the lease of the road to the New Yor 
¢ Canada Railroad Company. The details of the proposed 
lease are given in the report of the proceedings -as follows : 
“The lease is for nine hundred and ninety-nine years, the 
consideration being the round snm of one m llion of dollars for 
the entire period. The New York & Canada railroad is to com- 
plete the line through from Plattsburg to Whitehall within tive 
years, or forfeit the lease. The money to be applied to pay- 
ment of bonds and ‘all just and legal claims. Suitable contirma- 
tory conveyances from the Rutland & Burlington and the 
Vermont Central companies were also submitted. It is under- 
stood that the sum of one million dollars is not sufficient to 
pay everything in full. As regards the Whitehall & Plattsburg 
railroad, this amount is oy ae to cover all just floating in- 
debtedness in full, but will involve a sacrifice of ten per cent. on 
the bonds, and of the entire amount of stock, The Ver- 





mont Central Company assents also to making an abatement 
upon its entire interest in the two roads and the stamer, of 
some $35,000 to $40,000, in order to bring the amount of claims 
to be discharged within the limit of the specified amount of 
one million dollars. Those stockholders of the Whitehall & 
Plattsburg Railroad Company who consent to the sacrifice of 
their stock will receive such portion of the new consolidation 
stock as may be agreed upon in the negotiation for consolida- 
tion. It is considered that the indebtedness of the company 
extinguishes the stock, and most of the private stockholders 
havegiven their formal consent to the sacrifice of their stock 
upon condition of the completion of a through road. It is 
understood that the necessary details for consolidation have 
already been practically agreed upon, and will doubtless be 
soon fully consummated, the New York & Canada Railroad Com- 
pany taking possession by about the opening of navigation.” 


Middleboro & Taunton. 


At the special meeting held March 14, the stockholders of 
this company voted to sell their road to the Old Colony Rail- 
road Company for the price offered, $175,000. The road ex- 
tends from Middleboro, Mass., the junction of the Old Colony 
and Cape Cod roads, west 84 miles to Weir Junction on the 
New Bedford & Taunton. The price to be paid is about $20,000 
per mile. The capital stock of the company by the last report 
was $148,075, and the cost of the road $182,364.05. 


Missouri, Kansas « Texas, 

A telegram announces that the connection between this road 
and the Houston & Texas Central at Denison, Tex., was com- 
pleted March 14. Through trains from St. Louis to Galveston 
were to begin running March 17, 


Texas & New Orleans. 


This company was chartered previous to the war with a lib- 
eral donation of money and lands from the State of Texas, and 
the road was constructed from Houston, Tex., northeast to the 
Sabine River, 108 miles. During the war the road became out 
of repair and the iron was taken up from the section extending 
from the Trinity River east to the Sabine, 68 miles. Iu 1868 a 
foreclosure suit was brought in the United States Circuit Court 
by the bond holders, and this suit has now been finally closed, 
and the property, including the road and a grant ot about 
800,000 acres of land, confirmed to the purchasers under the 
foreclosure sale, E. D. Morgan and associates, ot New York. 

The Galveston (Tex.) News, of March 13, says : : 

‘* We have also been furnished “by the clerk of the court with 
the following statements relative to the settlement of the 
affairs of the corporation : 

Amount of sa'e of 68 miles east of Trinity River, and 


lands and land warrants $377.577 00 








Of 40 miles west of Trinity River 240 N00 00 
Total proceeds of sale $617,577 00 
Bonds proven on 68 miles and land.................++++ $2,874.176 68 
Bonés proven on 40 milea and land ............. 08s déee 414,89) 40 
BOONE Baie snksis Ce cchcdcee Gincetecsadivsstbaceseneet $3,309,057 08 
Expenses of custody, care and repair of property on 
68 miles, including intereet paid on school fund... $235 845 80 
BE GING, ccevcocccccccenccctces céoscccvsecubeabeuses £6,724 50 
TOU 6 05 60nks qieniensvsiavesdycdcstdeuaksdonscngnbee $322,570 30 


‘We are informed that most of the bonds proven were held 
by the purchasers of the property. There are, however, 17 
bonds of the issue of 1858, and 80 bonds of the issue of 1861, 
held by other parties than the purchasers. The pro rata value 
of these bonds, about $28,000, has been paid to the clerk of the 
court for distribution among the several holders thereof.” 


Flint & Pere Marquette. 


It is said that this company will build a branch from their 
main line near the ‘east line of Mason County, northwest about 
27 miles to Manistee. 


Adrian & Detroit. 


The grading between Adriay and Saline, Mich., is all com- 
pleted except about five miles, The bridge work is being 
pushed forward rapidly, 
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